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The city uses several secured buildings for storage.
Others have been stabilized to arrest further
deterioration until proposed redevelopment and
adaptive reuse plans are finalized, financed and
construction can begin.

The Central of Georgla Railway: Savannah Repair Shops
are significant because they represent the major site
component of one of the earliest attempts in the
United States to plan and develop a wholly
comprehensive and integrated railroad repair,
administration, passenger and freight facility at a
gingle site.

The shops were designated a National Historic Landmark
on June 2, 1978, The Passenger-S5tation and Train
Shed, which is part of the total site, was designated
a National Historic Landmark separately on December 8,
1976, because of the special significance of the train
shed. It is the oldest of the eleven known surviving
long-span, trussed roof, train sheds in the United
States.

Puring the Summer of 1975, Beth Lattimore was project
historian charged with researching the architectural
aspects of the railroad structures. John Bartley
Schmitt was project historian charged with researching
the technological aspects of the repair shops. One
year before the recording project (Summer 1974},
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Donald Andrew Grinde, Jr. did preliminary reseaxch on
the Central of Gecrgia Railway sc as to lay the
groundwork for the recording project. The work of all
three historians is included in this package,

These reports are U,S8, Government materials and not
subject to copyright, however, the courtesy of a
proper bibliographic citation identifyving the author
and the Historic American Engineering Record, would be
appreciated.




SAVANNAH REPAIR SHOPS

HAER No.,
{Page 3)

TABLE OF CONTENTS

Note:

of each report,.

Architectural History = Beth Lattimore

The Central of Georgia Shop Complex - John Bartley
Schmitt

Report to the Historic American Engineexring Record on the
Construction of the Central of Georgia Railroad with a
Description and Analysis of the Extant Buildings at the
Savannah Terminus ~ Donald A. Grinde, Jr.

William M. Wadley and the Development of the Central
Railroad of Georgia - Donald A. Grinde, Jr.

Appendix I: National Historic Landmark Nomination
Form for the Central of Georgia Railrocad: Savannah
Shops & Terminal Facilities ~ Eric N. Delony

GA-1

Page

Page

Page

Page

Page

Since these reports were produced by different people at different
times, footnotes and bibliography are not accumulative, but appear at the

36

88

109

122

end



SAVANNAH REPAIR SHOPS .,
HAER No. GA-1
(Page 4)

Introduction

From Macon I went to Milledgeville, twenty—five miles to
the Northeast, the Capital of Georgia. Instead of taking
the direct road, we made a detour, going the first thirty
miles on the Savannah Railway, to a station called Gordonm,
where we found a stage-coach ready to drag us through

the. deep sands of the pine-barrens, or to jolt us over
corduroy roads in the swamps. As we were traversing one
of the latter, at the rate of half a mile an hour, I began
to contrast the speed of the new railway with stage-
traveling. Our driver maintained that he could go as

fast as the cars. "How do you make that out?" said I.

"Put a locomotive,” he replied, "on this swamp, and see
which will get on best. The most you can say is, that
each kind of vehicle runs fastest on its own line of road." [1]

Georgia in the 1840's was a rural, agricultural, and relatively undeveloped
state, indisputably conservative in nature as evidenced by this dialogue on the
virtues of the Central of Georgia Railrocad. Slow at first to adjust to the
transfer from stage and river to rail travel, and then bursting shead with
dauntless energy when threatened with the loss of commercial supremacy in the

. cotton trade, Georgians just fifteen years after the chartering of the Central,
were preparing for a major physical expansion of the road in 18532.

The 1852 Gentral Railroad and Banking Gompany Depot at Savannah, a part
of this expansion scheme, is possibly one of the oldest surviving complexes of
its kind in this country. The plan as conceived integrated freight, passenger,
and motive power divisions on contiguous sites, with the major part of con-
struction- completed between the years 1850-1856. When compared with a
contemporary plan of the site, it stands little changed 123 years later.

These surviving structures of the 1850's therefore, are valuable to the
student of civil and industrial architecture since they represent early essays
in the development of a building form to meet the needs of a new mode of
transportation. That these structures are essentifally conservative in their
construction will be discussed later. Advanced stages of deterioration (in
August, 1975, within a ten day period of heavy rains, at least 1/3 of the
remaining portion of the Machine Shop collapsed), and alternative development
projects for the site threaten to remove the buildings from the site altogether.
It is hoped that this report, in placing these structures within the context
of Savannah's architectural development, will help to prevent the physical
degstruction of the site.

The huilding of the Road into the interior of Georgia tapped the sources
of upland cotton freight, and the revival of the cotton trade precipitated an
- unprecedented building boom in Savannah in the 1850's. Day and night one could
. hear the rumble of the wheels of the drays transporting the cotton over the
plank road that connected the Railroad Depot with the River. All along Bay
Street, the principal thoroughfare for the transfer of cotton, artisans were
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busy constructing the commercial buildings for the cotton trade--Factor's
Ranges they are called. Stoddard's upper and lower ranges, dating from
1859 reflect a common building type of that period; a tripartite form
with gabled center portion, arched windows, and dentils or brackets near
the line of the parapet.

Other civic structures being built during this period used this form, the
Abrahams Home,nlSSS and Massie School.

The Greek Revival had held a firm grip om Savannah from the 1830's to
the 1850's, but it was the Gothic style that Charles Greene preferred

to use in comstructing his mansion in 1853. John Norris, the architect
for Greene's house, had also built the Chatham Artillery Armory and the
Georgia Historical Society in the Gothic style in 1847. But this Gothic
style was merely a pretenslon, an envelope of cusps and crockets around
a plan that was essentially symmetrical and classical in origin.

The dominant non-c¢ivic architectural mode then, in mid-Century Savannah,
was the builder-designed townhouse, usually 30' wide, but sometimes
constructed as a double tenement or in rows of several units. High-
stooped, of Savannah Gray Brick, severely simple in design, these houses
relied on the warm color of the brownstone trim, and pinkish cast of

the bricks and the row of brick dentils along the cornice line for
relief in an otherwise unornamented facade.

Other ¢ivil architecure of the period of the building of the Central
Depot included the Mutual Gas Light Company buildings on the site of the
Trustees Garden. The Gas Works were begun in 1850 and the small Exhauster-
Engine Building and neighboring office building are consistent with
Savannah's mid-century industrial construction.

The Savannah, Albany and Gulf Railroad was organized in Savannah in
1852 to build a road to Albany and the Chattahoochee River in the direction
of Mcbile. The depot was located on property at Liberty and East Broad
Streets, and comstruction began in earnest gbout 1854, Workshops which
produced passenger cars, a round-house, up and down freight warehouses,
and a passenger station were among the buildings constructed. Unfortumately,
none of the early buildings are extant today. The 1891 Koch view of
Savannah shows a plant smaller tham that of the Central and indicates these
structures are well worth further study for a comparative analysis with
the Central's depot.

Between 1831 and 1845 work progressed on Fort Pulaski, a coastal forti-
fication at the mouth of the Savannah River. William Wadley, later to
become Superintendent of the Central during the building of the Savannah
Depot, came to the city in 1834 and met a labor recrulting agent from
Fort Pulaski, who employed him to work at Cockspur as a Blacksmith.
Wadley was promoted to the position of "Superintendent of Public Works
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on Cockspur Island" and was provided with a house which he shared with
Mr. Flodder, a master brick-layer. When he arrived at Cockspur, Wadley
had only the rudiments of ordinary school knowledge, but during these
six years he devoted much time to study and taught himself civil engin~
eering. [2]

It is possible, therefore, that when William Wadley conceived the
master plan for the Railroad Depot at Savannah, his recent experiences
at Fort Pulaski may have caused him to influence the design of the
builders. More probably though, the architects were influenced by the
prevailing brick styles of the 1850's in Savannash. The Italianate form
of the Passenger House, with its central gable and the rhythmic division
of the facade into thirds, is related to the ranges on the Riverfront and
the Abrahams Home. That the designers chose the Romanesque and Gothice
styles for other buildings is not unusual when considered as romantic,
exotic structures for the hissing steam powered locomotives that were
replacing the uncomfortable and slow coaches Lyell described a decade
before.

The conservatism of Savannah's business population is evident in
that there were no great innovative features in these early industrial
buildings. Builders built what they knew best ane what they knew would
sell, hence the Savannah Gray brick townhouse endured throughout the

century with few modifications. The same would be true for the Industrial

buildings.

Passenger Station and Train Shed

Though a new passenger station [3] and additions to the shop depot
[4] had been erected by the Central of Georgia Railroad at Savannah
during the years 1845-1846, increasing business of the Road led the
Company to design a master plan to accommodate their expanding needs.
Large amounts of real esgtate were purchased in 1850 [5] and the new depot
was commenced in the early part of 1851. [6]

R. R. Cuyler, the President of the Central Railroad advocated in
1852 that "The Central Railroad should, as early as practicable, be
placed among the first class Railroads of the Union. Besides full
preparation for freighting business, (our great source of revenue,)
we should not fail to attract passengers by furnishing proper accommo-
dations for them throughout the line." [7]

Up until this time the passengér station, a 50' x 200" structure
was approached by tracks on the South side of Railroad Street (now
Louisville Road). No description has been found of the appearance of
this structure, but it was clearly neither convenient nor large enough
to accommodate the rapidly increasing passenger business of the Road.
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The 1855 Annual Report states that "Nothing yet has been done towards
the erection of a suitable passenger house at the end of the Road; it
.i8 daily becoming more necessary; and I would respectfully suggest
the propriety of making a commencement as early as practicable.' [8]

The new passenger house apparently was low in priority in the
minds of the Board because although the Superintendent advised its
construction year after year, nothing was done about it. The 1856,
1857, and 1858 Annual Reports all indicate the need for the Passenger
House.

Some further purchases of land have been made, for a
site on which to build a new passenger house at this
end of the Road, but nothing has been done towards
the erection of a building. [9]

The offices in West Broad Street in this City may be
gaid to be finished, but no movement has been made
towards erecting the New Passenger House which has for
some time been contemplated. [10]

+ . . should you determine, as I think you should . . ,
to build the new Passenger House, at Savannah, so long
contemplated, this year . . . [11] '

The plan for the Passenger House was that it be built in the "same
style with the freight house” with a "front main building of 90" by
124", three stories in height, and in the rear of this the Train House,
600" long." [12]

Finally, in February of 1860, the construction of the Passenger
House was underway. The shed portion was to be completed by February
of 1861, but the front building would not be finished until autwmn of
that year. [13] Minutes for the Central name the architect of the new
Passenger House as Mr. A. Schwaab, engineer. [14]

The shed portion, with the exception of the iron gates was completed
by October of 1861, but the Road's income decreased, and the work on the
Head House advanced slowly. [15]

Civil War brought the work on the Passenger House to a halt in 1862,
and it was closed up until the necessary materials could be procured.
[16] 4s war conditions worsened and the situation in Savannah grew more
grave, no report could be made in the year 1864. However, little damage
wag inflicted on the site at Savannah as a result of the War and business

-was resumed in 1866, although no reference is made in the Annual Reports
about the actual completion of the Passenger House.
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Tax Assessment Books for 1871, 1873, 1876, 1878, 1884, and 1888
list an "unfinished building on West Broad Street."” This undoubtedly
refers to the unfinished Passenger Station which had remained since
its erection "an unsightly and useless structure." For $4,000, the
station was remodeled and thoroughly fitted up. [17] A typed note
in the files of the Central states that in 1942 Mr. J. W. Adams said
that "in 1874 it was found that the wood had rotted and it had to be
taken out, when the building was redesigned to some extent. It was
completed in 1876." [18] Possibly the building had sustained some
deterioration in all the vears of non-use.

The station was at last opened in 1876.

A thorough inspection of the reception department of the
Central Railroad, which has been opened within the past

few days, satisfies us that in this respect of public .
convience and comfort, Savannah can bear away the palm

from her Southern sister cities.

In all its apartments this department shows that judgement
and correct understanding of the wants of the traveliug
public have been used. The company deserve credit for
their enterprise In these times in completing what has for
long been needed at their depot.

The reception rooms, baggage department, -and ticket office,
are now located in the building cormer of West Broad and
Railroad Streets.

As we have stated, all business is now conducted from West
Broad Street, which change is a very desirable one, and
renders it possible to conduct matters on a larger scale. [19]

It is evident that until the completion of the Passenger Station
there had been no passenger accommodations whatever.

The extra length of passenger trains in 1901 necessitated the
extension of the train shed by means of an umbrella shed. Further
changes were made in 1932 when the ticket office in the Passenger .
Statlon was rearranged to provide for the consolidation of the city
and depot ticket offices.

The Head House which so long served as a reception center for
vigitors to Savannah has recently undergone a renovation to fit it
out as a visitor's cemter for tourists wanting to visit the Historic
District. What follows is a contemporary description of the interior
as 1t was when opened in 1876. This is juxtaposed for comparativye
purposes with a recent interview with the architects for the removation.
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The lower ot street floor has been divided into three
apartments = on the South is the reception room for ladies
and gentlemen, which is very handsomely furnished, matted,
well ventilated, and lighted. Immediately in the rear is
the ladies' private room, which is likewise well-furnished,
supplied with wash basins, water closets and all the acces-
sories for the comfort of travelers.

At the back of the passageway, between a general reception-
room and the baggage department, is a neatly fitted up
room for gentlemen, with all the modern conveniences.

The luggage-room is a commodious apartment, and in this room
is now checked and delivered all baggage, the entrance being
upon West Broad Street. The baggage is transferred from this
room on trucks, a gangway being built to the walk in the depot
building. By this means travelers are greatly convenienced
and business facilitated . . . Behind the baggage room, and
separated by a passage connecting with passages or aisles on
either side is the ticket office, located most convemiently
to the reception room., It will be seen that the traveler

can accomplish the purchase of his ticket and checking of his
baggage within the space of a few yards.

On the northern side of the baggage department are fitted up
reception rooms for the colored people, provided with all
the conveniences as those of the Whites, a room also being
set off for the women with washstands, looking glass,
tlosets, etc. These rooms are very neatly and comfortably
furnished, and, like the other rooms in the building, are
lighted with gas. '

The finish of these several rooms particularly attracted our
attention, the graining and painting being of the best style.
In fact there is nothing tawdry about the place. Everything
is done in first class style, and the building now is a credit to
the company and the city. On the southern side, and opening
out into the depot yard, immediately below the reception room,
is a neatly fitted up apartment designed to be used as a res-
taurant. In the rear of it is the kitchen, provided with all
the necessary accessories. We hear it stated that a young man
well-known in Savannah will assume the proprietorship of the
place at the commencement of the season, and will conduct it
in the best style, in which event, we are assured, he will
meet with great success. The traveling public are not slow
to appreciate comforts and conveniences, and we doubt not

that the Central Rallroad will gain many friends from these
improvements. [20]
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In 1975 the Passenger House again opened its doors to travelers to
Savannah as a Visitors Center and headquarters for the Savannah Chamber
of Commerce. The work done to the building does not represent a restor-
ation in the museum sense, but a renovation to insure the on-going use
of this moest important railroad structure.

Robert D. Gunn and Eric Meyerhoff, architects for the renovation, took
careful care that no changes were made to the basic original configuration
of the rooms, and in many instances actually repaired and replaced such
features as damaged plaster cornices. Office intensity lighting was installed
unobtrusively, flush with the ceiling and utilitarian rooms. Rest rooms
and closets were worked into "found" spaces. [21]

"Gray Building" 227 West Broad Street

The first permament office building for the Central Railroad and
Banking Company was finished in 1856 on West Broad Street at the head
of the Up Freight Warehouse. The 1855 Annual Report for the Central
states that:

Qur depot buildings, which have been commenced at
this place are now nearly completed. The only one
now unfinished is that for the offices in West Broad
Street, and this we hope to have done by the first
of May. To complete this building will cost not far
from $5,000, It will be a commodious and mederately
elegant structure, but not more so than the business
and importance of the Railroad demands. 122]

In 1856 the General Superintendent reported:

Our offices on West Broad Street have been finished
except covering the columns and entablature with
mastic, for which a contract has been made, and the
work will be commenced in a few days. [23]

By 1857 Emerson Foote, the General Superintendent, reported that
"the offices in West Broad Street in this City may be said to be finished."
[24]

The reporter for Colburn's New York Railroad Advocate, writing of the
Up Freight Warehouse, mentions that "at the head of this building, fronting
on West Broad Street, are the transportation and general offices of the
Company. This front is large and handsomely finished on the Roman Doric
style of Architecture.'" [25}
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A more complete description of the building given in 1859:

The front building is of three stories, 124" in depth,

and contains numerous spacious offices, in which the
business records of the Road are classified and arranged
with all the method and exactitude of Departmental accounts
in Washington. The spacious halls which divide these
offices are a marvel of solidity and beauty, and the walls
(a new and fine idea for this character of building) were
in rough plaster, a brownstone square alternating with

the natural color of the mortar and producing a very
pleasing effect. J26]

Exactly what the author is veferring to in his last remark is not
exactly known. The Gray Building has undergone nuimerous remnovations
including repainting and plastering both interfor and exterior. It
is possible the exterior finish was of a slightly different appearance
than the overall Gray of today.

There is no mention of an architect for the design of the Building,
though tradition credits Schwaab as the architect. No early plans werxe
found for the structure, however, there are many for the subsequent -
office alterations. The basic onfiguration of the building has not been
changed.

Up Freight Warehouse

One of the first structures to be completed as part of the 1852 plan
for the new Central Depot was the Northern or "Up Freight' Warehouse.
The Superintendent's office reported in 1852 that the "piers and abutments
of the brick viaduct of four spans across the canal and West Boundary
Street have been erected, and the foundations of a temporary trestle bridge
to support the track to the Northern Freight House, are now being prepared.”
[27] The warehouse was completed in 1853. [28]

Colburn's New York Railroad Advocate reports that the Up Freight House
was "bullt of brick in the most substantial manner, and 80Q' x 63' in size,
On New Street this building is entered by a long range of wide doors, while
on the inner side, next to the yard, are the doors through which the freight
passes to go on the cars. It must be remembered that the cars do not stand
in this building, but outside; the whole width of the floor, of say 60',
being for storage of freight. There is never any snow in winter, at this
station; a fact which accounts for the tracks not being covered in." [29]

In 1859 the Daily Morning News described the Up Freight Warehouse in
this manner:
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This structure is of brick, covered with mastic¥® in
brownstone hue . . . the view through the long freight
house of 800" depth, is exceedingly imposing; and here,
ranged under appropriate labels attached to the walls,
was Up Freight for almost every section of the South,
from Savannah should receive goods for New Orleans, but
such is the case, with many goods in the dry goods line,
where quick transportation is important.' T30]

The Up freight house today is divided by fire walls into a series of
bays with four timber trusses to a bay. Only a few of the bays contain
the original wood floors, most having been replaced with concrete.

The two bays immediately adjacent to the Gray Building have been’
modified in recent years with the ornamental brickwork removed and a
heavy stucco applied uniformly over the exterior of these bays.

The parapet is capped with stone and is wvery similar to that on the
lumber shed.

The condition of the fabric of the building appears to be good and
it is still in use as a warehouse for various concerns.

Cotton Yard Gates

As early as 1854 brick walls were conceived to surround the depot
yard, however, the pressure to complete the main buildings of the depot
placed the walls low in priority. '

In 1856 a wall and gateway were completed "except for the stome cap
and iron railing", but "beyond this, nothing has been done towards enclosing
the depot grounds with a brick wall." [31]

No fyrther mention is made about when the depot was actually enclosed,
however a small length of wall still exists directly behind the Up freight
House fronting on Hull Street (New Street) which is probably a fragment of
the original wall. . :

The Cotton Yard Gates are Romanesque in style with crenelated towers
that house the gatekeepers "who kept a check on all traffic passing in and
out of the cotton vard." [32] The style of these gates is quite similar
to that of the Engine/Boiler room in the Shop complex.

# Mastic: A pastelike cement, especially one made with powdered lime
or brick and tar.
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"Red Building'" 233 West Broad Street

To permit a more economical working of the official and clerical staff,
gn additional general office building was comstructed at Savannah in 1887.
[33]

Under the present arrangements the President and his assistants
are up town removed from the general and local offices which
themselves are all mixed up and cramped for room. When the

new office is completed all of the offices will be brought
closer together and will be arranged on a more convenient
system. [34]

The building was constructed just East of the Down Freight House. Fay
and Eichberg, the architects, designed a Queen Ann structure, the first story
being of granite ashlar, and the second and third of a deep red pressed
brick. [35] The building is ornamented with terra cotta decoration of the
period and several of the windows have colored glass panels known in cata-
logues, such as the Yellow Pine List, as Queen Ann windows.

The Red Building is now vacant.

Down Freight Warehouse also Known as Produce Freight Warehouse

In 1859 it was evident that the Up Freight Warehouse was not adequate
to handle the increased freight of the Railroad. Reporters noted in 1859
that "as large as is this freight house [Up Freight House,] it is quite
insufficient for the proper storage, classification, and delivetry of the
goods, and another of the same length is shortly to be erected, ranging
parallel with it at a short distance, so as to admit intermediate tracks."
[36]

The December Annual Report of 1859 states that "the new Produce Freight
House, 600' x 36' (50' of it being two stories high, for storing provisioms,
tools, etc for repairs of the road) is nearly completed.” [37] And in 1860
"the new Savannah Down Freight House has been completed and in use for ten
months past." [38]

The Down Freight House was extensively vrepaired in 1878 [39] and was
extended in 1898. [40] It is currently used by various concerns.

Motive Power Division

"When it is remembered that all the buildings described
are new, and of fine architecture and arrangement, - well
lighted, well ventilated, and every wall well arranged,
-the roofs of iron, - and when it is considered that they
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have not been put up picemeal, but that they form
a complete symmetrical whole, — we doubt candidly,
if any other station can be found in this country
which can equal this."

Daily Morning News, 17 July 1855
(from Colburn's New York Railroad Advocate)

Machine Shop

"One of the finest repair shop rooms iIn the United States." [41]

"I could get more accomplished in these old shops than where we
are now.'" [42]

In 1852 the walls of the Engine House and its adjacent buildings,
presumably the Machine Shop, were erected and waiting the arrival of
an iron roof from the firm of A. Whitney and Son of Philadelphia. The
corrugated iron roof had to be imported from Europe causing a delay in
the completion of the work. [43]

Though the machine shop appeatrs on the 1853 Vincent Map of Savannah
it was not completed and in operation until late 1855 when they moved
in the last of the machinery. [44]

Contemporary reporters describe the 1855 structure as well-lighted
by large windows on three sides and by means of a lantern in the irom
roof. They describe the work benches as the "best we have seen, having
a solid hard pine top of 6 inches thickness for their whole width being
closed uvp in front with a sloping wood work sheathing, like a grocery '
couter. This prevents the collection of old scrap, dirt, and rubbish
under the benches.” [45]

The windows by which the machine shop was lighted were double hung,
12 over 12 lights, with stone lintels and sills, probably made of granite.
The fourth wall of the machine shop corresponded to the outside wall of
a former Engine House. :

The scarcity of supplies during the Civil War probably accounted for
the deteriorated and lesking condition of the roof in 1866. [46] However
it was not until ten years later In connection with the addition of a
second story that this condition was remedied. This second story gave
additional room for work, and the storing of patterns and top grade lumber.
This addition was not completed until early 1878 and it drew the attention
of the Sayannah Morning News #n June, 1877. '
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The machine shop, or roundhouse, as it is generally called,
of the Central Railrcad Company, is undergoing considerable
improvement in the addition of an upper story and the con-
struction of a fine ventilated woof. The old irom roof
which covered the building many years rendered it wvery hot,
and we understand that duting the summer season the workmen
have suffered greatly from the heat. The improvements now
approaching completion will vender this building one of the
most pleasant and comfortable working places to be found in
the South. The upper room will be used for pattern work
and other light mechanical labor. The lower room will be
used for the same purpose as now. There has been no inter-
ruption to the work in this department during the progress
of these improvements. The cost we understand is in the
neighborlcod of $15,000, which, considering the wvast
improvement and advantages in comfort to the men and facili-
ties in working, is money well-invested. The work has been
mainly done by two.-of the Railroad men under the direction
of Mr. D. D. Arden, the master machinist. [47]

Summary Description

The Machine Shop is 162 feet 71/2 inches long by 61 feet 10 inches
wide. It is 51 feet high to the top of the gable, ox 59 feet 7 inches
to the top of the monitor. Though thetre is no documentary evidence
that Muller or. Schwaab were the designers of this building, its style
bears a relationship to their 1872 City Market (demolished 1954).

The appearance of the machine shop in 1855 was prebably not unlike
that of the blacksmith shop. The 1871 view of Savannah shows no lantern
in the machine shop roof, though one is described in the 18535 article,
nor does it show the machine shop directly intersecting the roundhouse,
though this was the scheme of the original plan. This is assumed to be
an error on the part of the artist as this arrangement appears on no
other plan.

Fourteen timber trusses, 12 feet 3 inches on center, support the 1878
roof. The second floer is hung from these trusses by means of metal rods,
1 1/4 inches in diameter, 11-12 inches on center, leaving an unencumbered
workspace below. This second floor was reached by means of a wooden stair,
later augmented by the introduction of an elevator.

The walls of the machine shop are made of brick, 18 inches thick,
with a header course every five courses. The most recent roof covering
was wood with a metal covering made by Conklin's Dixie (30 pounds coat-
ing Keystone).
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At the time of this writing, the machine shpp has almost totally
collapsed with only three of the trusses remaining. These are expected
to fall at any time. Large sections of the bearing walls have been
pulled away down to the level of the second floor.

Blacksmith Shop

The one story blacksmith shop forms an "L" to the machine shop on
" its western side. Completed ca. 1855 with the machine shop, it follows
the same general form of masonry and timber construction, gable roof
with monitor, of the Machine Shop. New roofs were added in 1875 and
again in 1882 after storm damage, but basically the building remains
unchanged.,

According to the 1852 plan, 50 feet of the blacksmith shop formed
a separate room, which division is no longer there except that the floorx
material changes today at approximately that point. This separation,
however, does not appear on the 1853 Vincent Map.

The construction of the blacksmith shop 1s generally the same as the

machine shop, with timber trusses set 13 feet 2 3/4 inches on center, and
monitor. The monitor is in deteriorated condition and has almost collapsed.

Tender Frame Building

Forming an "L" on the Eastern side of the Machine Shop, in line

- with the blacksmith- -shop is the original tender frame shop, store room,
and office. This was completed ca. 1855 at the same time as the Machine
shop and blacksmith shop. In 1899 a second story was added to this
building and used as a laboratory. [48] The Tender Frame room later
became the tool house and alrbrake construction room. This building was
not harmed in the collapse of the Machine Shop.

Engine / Boiler Room / Pattern Room

Although this building appears on the 1852 Plan it does not appear
on the 1853 Vincent Map, suggesting that this structure was not completed
until 1854. A Romanesque Revival structure, with crenelated parapet and
arcaded corbel table, it matches in style the 1853 Bridge across the
Ogeechee Canal and rivals the Lumber Shed and Stack in ornamentation.
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Contemporary reports describe the Engine Room as "unusually fine;
it is very high and well-lighted; the finish of the walls being hard
and smooth, and the general appearance being much superior to that of
such rooms in other machine shops." 149]

The 1852 plan shows two separate rooms for Engine and Boiler. The
size of the Engine Room was approximately 40 feet x 20 feet and the
Boiler Room approximately 40 feet x 13 feet. [50] Although the separate
names stenciled on the North facade of the building suggest two Trooms,
the partition has been removed with only steel "I" beams separating a
single space.

The room that rumns the entitre width of the building on the South
side was originally used as a pattern room, and was approximately 35
feet x 20 feet. This room was most recently used as the Power House
office.

A wood frame shed was attached to the North West Corner of the
bullding some time after 1907 to store the wood shavings which were blown
to it from the Planing Mill. The shavings were passed through a small
iron door in the West Wall of the Boiler Room where they were burned.

. The shed directly behind this shed housed a pump-which recirculated water
to the boiler.

The overall dimensions of the three rooms is 60 feet 7 inches long
x 35 feet 4 inches wide x 27 feet 2 inches high. The pattern room is
situated over a 6 foot basement. The windows on the east elevation of
the Engine Room are arched, double hung 20/24 lights with wood frames
and mullions. The windows of the powerliouse were originally glazed 6/6,
but some have been replaced with 6/4 and 4/4. They are double hung with
stone lintels and sills as in the Blacksmith Shop.

The North elevation of the Engine/Boiler Room has been destroyed.

Lumber Storage Shed

This one story, masonry and timber building was built after the
Carpentry Shop had been completed since there is a finished cormer of
the Carpentry Shop within the West Wall of the Lumber Storage Shed.
The date of construction for this building is probably ca., 1855 and it
ig included in Colburn's article. For a shed, the brick work is quite
ornamental, though not quite as elaborate as that of the Engine/Boiler
House. The detailing along the cornice line is similar to that on the
Up Freight Warehouse.
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The floor plan of the lumber storage shed is essentially one large
room which opens out through large arched windows and doors to a court—
yard where the Daniels Planing machine was located. The arched openings
are glazed from the springline of the arch, while on the north elevation
the five doublehung windows are glazed with 12/12 lights.

The present floor of the roam is concrete since the room was used

as a Power House/Dynamo Room in the 20th Century. Three concrete platforms
for the machinery installed during that time are still present.

Carpentry Shop

Possibly the first shop to Be completed in the new motive power yard
was the Carpentry shop. {517 The building (as originally conceived) formed
nearly three sides of a hollow square, and comprised facilities for
"building, repairing, and painting cars of all kinds." [52] A wood planer
was. located on the Eastern side of the Carpentry shop; this side of the
building was probably always the planning room.

At some time prior to 1891 a wooden lumber storage shed was constructed
on the site of the open platform in the center of the square. A room was.
added to the southern end of the planing mill next to the lumber room and
used in later years as a machine and locker room.

On November 16, 1923 a fire destroyed most of the Carpentry Shop
building.

Except at the end towards the planing mill, where firemen
checked the flames before the machinery and buildings were
totally destroyed, there will be absolutely no salvage . . [53]

The 1923 Annual Report lists the feollowing shop buildings destroyed
by the fire: Paint shop, Coach and Cabinet Shop, Plumbing Shop, Upholstery
Shop, and a number of small sheds and minor buildings. [54] The location
of these rooms in the Carpentry building can be determined by referring
to Sanborn Insurance Maps. '

Replacement began immediately incorporating what remained of the old
Planing Mill.

During the time that plans for the new buildings were being
prepared a temporary paint shop was erected and the Planing
Mill was rebuilt so that within forty days after the fire,
work of repairing and painting coaches was resumed. [55]

The rebuilt structure made use of those original trusses that were
not burned. The exterior walls weve surmounted by a brick parapet beneath
which were a row of dentils much like that on the Up Freight Warehouse,
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and Lumber Storage Shed. Arches that once provided light and ventilation
to a basement portion of the carpentry shop were bricked in at this time.

The temporary.paint shop was removed to make way for a new storehouse
erected in 1925 next to the Planing Mill remains of the Carpentry Shop.
The windows along the east wall of the Planing Mill were bricked in amd
formed the West Wall of the new storechouse. [56]

Because of the advanced deterioration of the Planing Mill remains it
is probable that the major portion of the old truss structure will collapse
within the next few months.

Stack

The great chimney stands in the yard between the Engine
House and Blacksmith Shop. It is 125' high. Its design
is ornamental and most origimal, Its form is polygomal,
giving it the appearance of a fluted circular columns.
Around the base are projecting butresses forming cells
between them, These cells have each deep vaults between
them, and are appropriated.as privies for the men. Upon
the top of these cells, or of the butresses which form
them, is a castiron tank, holding 40,000 gallons - The
outsides are paneled, richly ornamented. These panels
were cast by D. & W. Rose. 1t must be understood that
this tank encircles the great chimney staft. The chimney
top is laid up in ornamental brickwork, and is surmounted
with a heavy cast irom top. This chimney draws the smoke
from all the blacksmith, coppersmith, and boiler shop
fires, as well as from the boiler of the stationary
engine. The water pumped into the tank goes to supply
the tenders. Every stall in the engine house has a pipe
and valve for filling the tenders. [67]

This is a most elgborate and unusual stack. Notable nearby stacks
include a smaller, less elaborate, polygonal structure in Charleston,
S. C. and the chimmey of the Confederate Powder Works at Augusta, Georgia,
a red brick obelisk. The combination of privy and stack, however, appears
to be unique. '

In the 1960's the top of the chimney was dismanteled for salvage. An
interesting detail on the cast irom tank is a cast iron footage indicator
in the shape of a heart and arrow which mak the level of the water in the
tank by means of a float system.
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Engine House

In 1852 the walls of the Engine House were erected and awaiting the
arrival of its iron roof. This Round House as described in the Savannah
Daily Morning News of 1855 was a "circular engine House of brick, 250'
in diameter, and containing 40 stalls or pits, with water pipes on each
track for filling tenders. This building has an iron roof, around the
circles inm which the engines stand, the center being left open. The
floor of this building is laid with brick pavement; the inner cornice
and roof rest on cast iron columns." [58]

It seems that no changes were made to this structure until 1881 when
the report of the Master Machinist indicated that the hurricane of that
year did considerable damage and dislocated a part of the round house. [5%9]
This damage was repaired thie following year. [60]

In 1886 a new turntable was installed, probably indicating increased
length of engines. [61]

In 1888 a new roof was designed by Augustus Schwaab for the Round House,
and the turntable was replaced again in 1906 and 1923. The 1923 turntable
was the 75" table removed from Columbus and it replaced a 65' table at
Savannah.

In 1926 18 stalls of the round house were rebuilt. The new stalls
were 95 feet 4 inches long and built of reinforced concrete. The engine
pits were extended 43 feet, providing space for a Whiting Electrical drop
table. The scope of work included demoliition of a portion of the previous
round house, the lavatory room, and former boiler shop adjoining the
round house. [62]

All but a fraction of the walls of the earlier round house have been

removed by 1975, so that the present round house is essentially a 1926
structure. -

Architects, Engineers and Iron Founders

The architects and engineers who designed the individual buildings at
the Savannah Depot deserve far more credit tham they have yet received in
Savannah's architectural histories.

The earliest documented reference to Augustus Schwaab is in the 1859
Superintendent's Annual Report which mentions that the brick bridge across
the Ogeechee Canal was approaching compietion under the charge of Mr. Augustus
Schwaab, Civil Engineer. The Superintendent's comment that the bridge would
be a lasting monument to Mr. Schwaab's skill as an engineer [63] is certainly -
appropriate in light of the long list of his contributions to Savanmah in
the building art and by the fact that the bridge has changed little.
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Tradition credits Schwaab, architect-engineer Martin P. Mueller with
having designed the stack, Machine Shop, Blacksmith Shop, Engine/Beiler
Room, Carpenter's Shop, Up Freight House, Down Freight House, Gray
Building, and other structures in the complex. [64] The source for this
attribution appears to be an undocumented-article in the Right Way Magazine,
a publication of the Central, dated March, 1925. Other than the stylistic
similarities with later buildings there is no written evidence that Mueller
and Schwaab were the architects of tliese buildings. In fact the earliest
dated reference to the firm of Mueller and Schiwaab is not until that
firm's incorperation in 1870. [65] Admittedly, since Schwaab was the
engineer for the Passenger House in 1860, [66] he could have conceivably
designed the rest of the complex, but further documentation will have to
be found te sustain this theory.

The 1860 Census lists an Augustus Schwartz, 45, born Hanover, Germany.
If this is indeed Augustus Schwaab, then the census taker was mistaken in
both Schwaab's name and perhpas evem his age which does not agree with
that given at the time of his death.

There are no other references to Schwaab until after the Civil War in
which he apparently attained the rank of Major.

In January, 1870, Schwaab formed a co-partnership with Martin P. Muller
and the firm was known as Muller and Schwaab, architects and engineers.
They immediately received the commission to build a new City Market {demolished
1954) [67]. The structure was surmounted by three roofs, the middle one
50 feet from the level of the street, the adjoining roofs on either side
attained a height of 37 feet. The arched windows and general appearance
of the building bears a strong resemblance to the Machine Shop of the Central,
built 20 years before.

In 1870 the firm of Muller and Schwaab designed an iron bridge at the
foot of Drayton Street which was probably removed in 1886 during construction
of the Cotton Exchange. [68]

Their interests took them into varied fields. They invented steam
propelled canal boats that worked on the principle of a locemotive and
contended for a premium of $100,000 offered by the Legislature of New York
for the best and simplest plan for prepelling boats on the Erie Canal with
steam. [69]

The Savannsh Daily Morning News wrote at the time that ''Savannah meachanical
and inventive genius has, on numerous occasions, been rewarded with grati-
fying success, and we trust that such may be the case in this instance." [70]
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After 1874, Augustus Schwaab carried on his business on Bay Street,
completing a small, two story brick dwelling for Laurence Dunn at the
corner of Houston and Congress Streets, a modest low-stooped house with
overhanging, bracketed recof, and he buillt the Savannah Hotel on Congress
Street between Jefferson and Montgomery Streets (now demolished). 1In
1880 and 1884 he designed several cotton factories in a "plaim, but
substantial manner." [71] Neither factory stands today. In 1885 he
completed the double residence for the Mohr bBrothers on Gordon Street,

a three story stucco over brick structure with corbels under a projecting
bracketed roof. [72]

Augustus Schwaab died in 1899 in Milledgewille. His death notice
gives his age as 78 years old. [73] He is buried in Laurel Grove Cemetery
in Savannah.

MARTIN P. MUELLER (later spelled Muller), also a native of Northern
Germany, was an engineer with the Charleston and Savannah Railroad Company.
[74] 1In 1861 he formed an architectural firm with F. W. Fultom, Jr., [75]
a partnership which did not last long, for in 1866 he teamed wuwp with Dewitt
Bruyn and worked on completing tlie plans for the Mercer-Wilder House which
John Nerris had begun before the War. In 1867 they (Muller and Bruyn) had
completed the Wylly-Meinhaid building on Broughton Street which featured
decorative cast iron work from the Foundry of Bartlett, Robbins and Co.
of Baltimore. [76] TIn 1869 they completed the Kelly Range on the River
which burned in 1876. [77]

Muller designed the iron suspension bridge across the thoroughfare
leading down the bluff to the River, at the front of Abercom Street.
The castings were completed at the Foundry of Mr. A. N. Miller, [78] the
same man who 20 years before had provided a single cylinder beam engine
encased in an elaborate Gothic frame in the Engine Room of the Central
of Georgia Railroad, Savannah Shops.

The association of Muller and Bruyn was dissolved by mutual conseﬁt
in 1870, the same day the co-partnership between Muller and Schwaab was
formed. [79]

Muller left Savannah for Albany, Georgia in 1874 when he was appointed
assistant engineer for the Atlantic and Gulf Railroad. He died in Albany
in 1876 of consumption. [80]

ALVIN N. MILLER'S Iron Foundry was established at the Eastern wharves
in 1839, 1In 1848 he is listed in the Census of the City of Savannah by
Joseph Bancroft as a manufacturer of all kins of mill and locomotive
machinery. [81]
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Miller was a native of New York, and he and a fellow apprentice, John
Roach, a ship builder, learned the trade of machinist and foundryman in
the same shop.

Miller came to Savannah in the 1830's, and was Superintendent of the
Iron Steamboat Company, which operated a line of steamboats between Savannah
and Augusta. At his foundry on the eastern wharves he constructed a great
deal of machine and cast ordinance for the Confederate Government including
some of the heavier cannons.

After the War he had charge of the Usina and Jones drydocks on
Hutchison's Island and was Port Warden for several years. He then became
superintendent of the construction of the waterworks and later Superintendet
of the waterworks, until his death in 1889. [82]

Colburn's New York Railropad Advocate had this to say about Miller}s
machine for the Central of Georgia Engine Room in 1855:

The engine is of Savannah build, from the work of A. N.
Miller. It is a single cylinder beam engine, 15-inch
bore, and 48-inch stroke. The frame is of the arbor
pattern, of exquisite proportions and beautifully orna-
mented with tracery and gothic details. Were we to say
that this engine was built at the Novelty Works, or at

the Boston Steam Engine Works, none of our readers would
reject our statement, that it is of beautiful design and
finish. But being of Southern construction, there are
many Who would not suppose it to possess any extraordinary
excellence. But in the most practical sense, and with the
knowledge of Stillman, Allen, and Company's and Tufft's
_patterns, we say we have seen no engine of equal size, and
of Northern manufacture, which excelled . , . [83]

DAVID AND WILLIAM ROSE were natives of Preston, England. William who
came to Savannah about 1851 was employed in the Central Road Shops and then
went into the foundry business with his brother, David. [24] The first
ad for D & W Rose Foundry Works appeared in the Daily Morning News in
1855. [85]

Specializing in steam boat work, stationary engines, saw mills, and
rice mills, they soon added ornamental cast work such as Cemetery Railing,
fences, and balconies to their list of manufacture. Examples of this work
are abundant in Savannah. :
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During the Civil War, under the name of Rose, Arkwright, and Company
the firm had large contracts with the Confederate Government for munitions
and succeeded in saving its fortunes at the end of the War. William Rose
retired from the partnership in 1867 and became U. S. Inspector of Steam—
boats for the Savannah District.

David and William Rose provided the cast iron water tank of gothie
design around the stack in the Central of Georgia Shop wvard.

Areas for Futher Research

This report has attempted to put together as much information as
possible from local sources on the structures at the Central of Georgia
Savannah Depot and about the men who designed them. In the three months
of research many questions have been raised that are still unanswered and
new sources of information are turning up daily.

It has been disappointing that se few 19th Century documents such as
photographs, letters, and plans have turned up. This writer feels certain
that such material exists in private collections in the City and hopes
that the recent publicity about the site will bring these documents to

light,

Charles Peterson, on .a recent visit to Savannah, has made the suggestion
that copies of DeBoe's Review be located and checked. This was a magazine
like Harper's and Leslie's, but dealt heavily with what was going on in
the South. Mr. Peterson also mentioned that the Philadelphia Athenaeum has
a large collection of Railroad Periodicals ete. which should be checked.

Peterson further states that he feels the metal truss in the train
shed is definitely of European origin, possibly French or German. This
would be logical as Augustus Schwaab was born in Hanover, Germany. Further
inquiry into his background, education and immigration may give the source
of the truss as well as the source for the castellated buildings of the
shop complex which Mr. Peterson alsc think have a German origin.

The Philadelphia Free Library, he states, has an extensive collection
of German and French technical magazines which should also be reviewed
i a further study.

It is also possible that there might be photos of the site taken by
the Union Soldiers during the Savannah occupation, located in the Library
of Congress. So many Engineers became engineers for the military during
the war and this site, because of its extent, elegance and recent acclaim
would certainly have attracted their attentiom.
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It would be of use to compare the buildings stylistically with those
of the Albany and Culf Railroad, therefore sources for the records of
this company need to be identified.

Undoubtedly there is more pertinent material in the vaults of the
Central of Georgia. However, most of this material is uncatalogued.
The 19th Century materials such as plans and specifications should be
located in an appropriate archives such as the Georgia Historical Society
for the purposes of preservation and general access by scholars.

In conclusion, I would like to acknowledge the help of John C. Lebay,
FAIA, Hunter Saussy, Jr., the Georgia Historical Society, the staff of
the Southern Railway, Mrs. Howard Morrison, St. and all the pecple who
have helped track down clues to sources of documents in private collections.
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CENTRAL OF GEORGIA RAILWAY SURVEY 1975
THE CENTRAL OF GEORGIA SHOP COMPLEX
SAVANNAH, GEORGIA
1853-1926 (Paint Shop--1907, rebuilt 1924-1925; Storehouse -~ 1926;

Roundhouse rebuilt 1926)

The Savannah Shops of the Central Railroad and Banking Company -~ Central

of Georgia Railway provide the historian with the ideal candidate for a
study of railroad shop history. The shops are the only surviving ante-
bellum railroad complex of this scale in this country. The fact that the
whole complex was built at one time and has served the same functions for

a century enables us to trace changes in shop practice by noting the changes
within the remaining buildings and those buildings that have been added,

John Bartley Schmitt, Historian

It is understood that access to this material rests on the condition that
should any of it be used in any form or by any means, the author or drafts-
man of such material and the Historic American Engineering Record of the
National Park Service at all times be given proper credit.

i
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As Professor Hughes said "The invention and development of the
Railway system was a century long experience with psychological, in-
stitutional, idealogical, socialogical, and technological facets.” 1
Many facets of the railroad have received extensive treatment by hist-
orians and railroad buffs., The histories of Railroad Corporations have
been considered by economic historians; buffs and academicians  have
written steam locomotive histories; and authors such as Leo Marx have
considered psychological and ideological agpects of railroading. One
vital aspect of railroad history that has been neglected is railroad
shops.

An historical study of the railroad shop provides an entré into
technological history at two levels: first, it reflects trends in
railroading technology and second, it relates to broader developments
in shop practice as seen in other industries. In the past one and a
quarter centuries, there were vast changes in Railroad motive power -
steam locomotives switched from wood to coal fuel and became much lar-
ger and stronger in response to heavier train loads. Toward the end
of this period - the steam locomotive was being disﬁlaced by diesel-
electric locomotives. Railroad freight and passenger cars changed
from wooden structures little different from wagons or stage coaches
to steel structures specially adjusted to their function. Road beds
and rail design changed in this period from light iron T-rail on strin-
gers to heavy steel T-rail directly on crossties. 1In a broader context,
the Shops also illustrated changes in American industrial techniques,
and the development of the "“American system of manufacture.' Shop mo-

tive power changed from steam engine with belting and shafting - to
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electric motors with belting or other transmission - to compressed air
tools, Advances in the machine tool industry were important to rail-
road shops: the railroads used_huge lathes, planars, milling machines,
and grinders for metal working. Various wood-working tools were also
employed. The shops were keen to adopt new methods of metal fabrication
and repair, including electric, oxy-acetyline, and thermit welding.

Given the historical significance of railroad shops, how might we
best study them? A valuable approach that would have to precede a
thoroughgoing comparative history of railroad shops is to consider the
history of a particular shop complex. An ideal candidate for such
study is the Central of Georgia Depot Complex at Savannah. It is the
only surviving anté-bellum railroad depot complex of this scale in the
countxy. This Depot provides the historian a unique opportunity to
examine the role of a shop in the history of a railroéd. The Savannah
Depot ﬁas designed as an integrated whole - a facility to serve the
passenger-freight service and the repair needs of the railroad. Most of
the 1850's buildings still stand. This site illustrates the changing
needs of the railreoad by the changes.within the original buildings - the
new equipment added and the modifications to the structures themselves -
and in the new Buildings that were added e.g. a coach and paint shop,
warehouses, and storehouses,

THE ORIGINS OF THE CENTRAL RAILROAD

Common Geographical factors shaped the railroads of Georgia and
South Carolina. The main reason for wanting rail transportation was to
facilitate movement of staple (cottomn) from point of production to point
of sale/export. Cotton production was concentrated in piedmont sections

of South Carolina and Georgia, The piedmont was separated from the

L]

co.
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coastal seaports by the pine barrens - areas of sparse population which
produce little staple. This was not the ideal geographical paradigm
for profitable railroad building. Practically all the traffie of such
a railroad would be in one direction, at one time of the year - cotton
harvest. The pine barrens would produce negligible way traffic.
Whatever problems it might héve found, the first railroad of the
South was built by Charleston interests, from Charleston to Hamburg,
opposite Augusta on the Savannah River. Why did Charleston want a rail
connection with the Savannah? Agricultural trends provide the answer.
In the 19th Century, the center of cotton production shifted westward,
bringing prosperity to Savannah, Mobile, and New Orleans. 3 Charle-
ston's revenues were declining, and its alarmed merchants zaw a rail-

road to the Savannah River as their hopeful salvation. Georgians built

a railroad from Augusta to Athens to extend the South Carolina road into
cotton-rich hinterlands. The Georgia Railroad, chartered in 1833, was
to sexrve as a line feeding the newly completed South Carolina read. 4
It was no accident that the South Carolinians built to a point on the
Savannah opposite the fall-line town - Augusta. Augusta was the head
of navigation on the Savannah and was thus a center of cotton trade:
Planters sold their crops at Augusta and. other féll-line towns and
bought provisions for the year. By building a rail line to Augusta,
Charleston interests hoped to divert cotton which would have gone dowm
river to Savannsah, to their own port, With the Scuth Carolina Railroad
finished and the Georgia railroad organized, it was clear that old pat-

terns of trade were shifting and that Savannah stood to loose much of

her cotton trade to Charleston. To expand the sources of her trade, Saw

annah interests obtained a charter for the Central Railroad and Canal
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Company on December 20, 1833. ° This company was empowered to build a
railroad/canal to Macon, in Central Georgia. The idea of a canal was
soon dismissed, and the company was rechartered as the Central Railroad
and Banking Company in 1835 (the bank was to secure the financial sta-
bility of the undertaking.) In 1843, the.190 miles of trunk line were
complete to Macon. 6
THE ORIGINAI DEPOT

The original Savamnah Depot of the Central was a tract of five
acres "bestowed on the company by the City Council of Savannah." /
The site was located on land once part of the Spring Hill Plantation
and hence the name "Spring Hill Depot.” The Engineer's Department
began the construction of a brick machine shop at Spring Hill in 1838.
It was "on a scale suited tq the magnitude of the enterprise." 8 The
machine shop and Depot were still under construction in 1840, when the
Central was running seven engines, five passenger, and 65 freight cars
over 100 miles of track. ? The Spring Hill Depct handled both trans-
portation and motive power departments, The passenger depot was com-
pleted by 1845, 10

THE "1855" DEPOT

A Depot suitable to the magnitude of the Central Railroad inl840 -
would not have been suitable for long. We caﬁgauge the growth of the
road's traffic by the increase in the number of cars and engines employed.
By 1844, the motive power stood at 14 engines - double the figure four
years previous. The rolling stock had more than doubled to 150 eight-

1 By 1849, the Road was running 246 cars with

wheeled burthen cars.
24 locomotives. 12 The new Superintendent, William M, Wadley, saw the

need for increased depot capacity to handle this increase in cars and

motive power. In 1850, Wadley announced that land for a new larger
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Savannah depot had been purchased. Wadley planned the complex to ac-
comodate greatly increased traffic that the expanding company might
expect. Construction of the new Savannah Depot was begun in 1851, 13
By 1855 when the shops were completed, the mileage of the Central Sys-
tem had increased from 294.7 to 527.8 miles. 14 The rolling stock was
666 cars and the motive power numbered 55 locomotives. 15 The new
facilities were well utilized by the increased traffic.

What fa;ilities were provided by the new shops and how were the
buildings arranged? To answer these questioné, we must consult a plan

of the Depot and describe the buildings. A colorful portrait of the

shops in 1855, is provided by an article written for Colburn's Railroad

Advocate which appeared in the Savannah Daily Morning News, the same

year. 16 This Northern journalist was quite favorably impressed by the

Savannah Depot, calling it "the most complete and elegant railroad sta-
tion in the country.'" He particularly commented on the integration of
the facility - the provision for all facets of freight, passenger, and
repalr services within & single complex. The motive power was housed in
the 250' diameter brick roundhouse which had 40 stalls or pits for en-
gine accomddation. Water pipes for filling ténders were supplied at each
stall. The machine shop adjoining the roundhouse was described as '"cer-
tainly one of the finest repair shop rooms in the United States." It
was 18' deep in the walls, and was roofed, as were the other shop build-
ings and roundhouse with corrugated iron and iron tie ;ods from Messrs.
A. Whitney and Sons, Philadelphia. The machine shop power was derived
from the engine room via shafting hung from the walls and counter-shaft-

17

ing from the roof. The shafting was manufactured by Bancroft and Sel-

‘lers, Philadelphia., The work benches were of hard pine with six-inch thick



SAVANNAH REPATR SHOPS,. ,
HAER No. GA-1
(Page 42)
work surfaces. The machinery included a heavy engine lathe of seven
foot swing with three "shears' or slides. It was manufactured in Phil-
adelphia by Bement, Dougherty, and Thomas. A c0ppers§ith's and boiler
smith‘s'shOp also adjoined the roundhouse.

The Blacksmith Shop, 160 by 40', adjoined the machine shop. It
contained rows of forges, one.row along each wall of the building. It |
was lighted and ventilated via a monitor running the length of the build-
ing. 'Immediétely to the rear of the Blacksmith Shop was a range of
vaults under the street for storing iron, coal, and other materials.

The amount of a material on hand could be estimated at a glance, as the
volume of each was indicated at intervals on the wall. These vaﬁlts

were filled from the street above through chutes. The forges in the boil-
er smith's, the blacksmith's shops, and the foundry in the coppersmith's
shop, and the engine boiler were all served by the stack which was built
at the center of the complex, between the blacksmith shop and the round~
house.

The boiler and engine were in an ornamental brick building 60' by
35'., The boiler was of locomotive pattern. The engine, built by A. N.
Miller of Savamnah, impressed Colburn's with its "elegance of design” and
"perfection of finish."

The stack was a remarkable structure combining a fluted column

with flared capital. The tank, of ornamental cast—iron, supplied water

to the shops and locomotive tenders. " Below the tank, the
stack was surrounded b& privies for the shop workmen, the buttresses pro-
jeeting around the base forming cells between them.

The Carpentry Shop comprised some 25,000 feet of floor space - one
quarter of the total enclosed area of the complex. (the roundhouse cover-

ed 50,000 square feet so, relative to the other shops, the carpentry shop
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was quite large.) 18 The only carpentry bulilding machinery that Col-
burn's article commented on was the Daniel's planing machine, which was
covered by a brick shed projecting 63' from the Lumber Storage Room,

There was evidence of wise planning in the 1855 shop complex, The
situation of the Shops near the Freight and Passenger Departments was
desirable. The Administration of the various departments was facilitated
by their proximity and the consequent ease of communications., All the
Savannah business of the Railroad could be carried out at the Depot. Any
Shop or Repair work for the whole Depot could be done - a new forging for
a part in the Up Freight Warehouse 51liding Section could be easily sent
over from the Blacksmith Shop. Carpentry work for repairs or new build-
ings anywhere in the Depot could be done in the shops. Engines anywhere
in the Depot were close to repair facilities.

Integration of buildings within the shop complex was also notable.
The stack was the epitome of a multi-purpose structure. The stack served
a variety of roles - as a smoke stack, it drew exhaust gasses through
tunnels from the shop boilers, the blacksmith shop forges, the boiler-
smith's shop, and the foundry in the copper smith's shop. The 40,000
gallon cast-iron tank that encircled the stack provided water to engine
tenders and the rest of the shops. Pipes carried this water to each of
the engine stalls in the roundhouse. The base of the stack was ringed
by privies for the workmen.

The arrangement of buildings around the engine or roundhouse was de-
signed to facilitate locomotive repairs or locomotive building. The bays
in the angles between the machine shop and roundhouse were occupied by

the coppersmith's shop and the boiler shop - both important to engine
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repair. The coppersmith's shop was used torrepair the copper_fire-
boxes and tubes used in Ante-bellum locomotives. The boilersmith's
shop had to be near the machine shop for easy transfer of boilers be-
tween the two. The closer the boilersmith's shop to the point of en-
gine disassembly, the less time was wasted in transporting parts. The
machine shop was also convenient to the roundhouse; one track ran from
the turntable directly into the machine shop. Engines due for major
repairs oould be rolled in on this track for disassembly. The wvarious
components needed to be machined or repaired were taken to the appro-
priate area of the shop, The blacksmith shop was convenient to both
chimney and machine shop. Forgings could be easily transferred from
the machine shop to the 10 ton steam forge in the blacksmith shop. 19
The proximity of the blacksmith shop to the boiler room was necessary

for two reasons: first, both used a common stack and second,.the steam
hammer in the blacksmith shop would work more effectively close to its
steam source,

The rectilinear configuratidn of the shops was dictated by power
transmission from the engine room via iron shafting from the ceiling
trusses. The main shaft to the machine shop passed through a cast iron
section of the engine room wall into the blacksmith shop.

The main shaft to the machine shop was about 240’ long. 20 10 power
machinery at the North end of the shop, shafting was run down the
East and West walls of the machine shop towards the roundhouse,

The right angle power transmission betveen shafts was pro-
bably by bevel gears.

The total length of main shafting from the engine house to the

/
Moxrtheast corner of the machine shop was about 400. There may have
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been counter shafting from the ceiling of the machine shop to avoid
belts criss-crossing the shop. 21 qhe shafting to the carpentry shop
ran about 160' to the Scuthwest corner of the planing wmill, The Dan-
iel's planing mill was probably run from this shaft. The shafting in
the carpentry chop itself may have run in the basement; this shop did
have a full basement. 22

The Carpentry Shop was some distance from the latter, but it was
convenient to the boiler. The planing mill was adjacent to the boiler.
Wood chips from the planer and carpentry shop were produced quite near
the boiler where they were burmed. 23 The carpentry shop had to be
separated from the rest of the complex to be served by its transfer
table, which allowed cars full access to all of the carpentry shop.

ADMINISTRATION OF THE SHOPS

The administrative structure of the Railroad was relatively comstant
from the 1840's until after the war. 24 1In 1842, the three departments
of the railroad were Transportation, Road, and Mechanical. The staff
of these three departments reported to the Chief Engineer, wheo was re-
sponsible to the President of the Road. In 1849, Chief Engineér Reynolds,
who had built the railroad, was replaced by a General Superintendent,
William M. Wadley. The President and management seem to have realized
that a civil engineer qualified to build the road and superstructure
might not be most qualified to administer the business. Wadley was a
successful Superintendent; he designed the shops and Depot at Savannah
and was invited back to the Central as President following the War.

The shops themselves were the responsibility of two men who reported
to the Superintendent: the Master Mechanic and the Master Carbuilder (or

Master Carpenter). Although both Masters were in the 'Mechanical Depart-
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ment", the expenditures of their staff were figured separately. The
Master Mechanic was paid more; perhaps the responsibility for main-
tenance of steam locomotives was seen as a moré critical position.
Shoddy locomotive repairs could surely have had disastrous consequences. 25

When Wadley returned to the Central as President in 1866; he re-
organized the rairoad, putting each phase of the operation under a
different "Master", such as Master of Transportation or Road Master.
The Savannah shops were still under the Master of Machinery and the
Master Car Buif&er, but these Masters were now given responsibility for
all shop work at Savannah, Macon, and Augusta. 26 The orders of the
Masters were carried out by foremen at the shops.

THE CIVIL WAR AND THE CENTRAL RAILROAD

The Civil War had a pernicious effect om the Central of Georgia Rail-
road. Most of the track from Macon to Savannah was destroyed by Sherman's
men and numerous railroad structures were demolished. The Savannah shbps,
were spared any harm, but the motive power and rolling stock were not so
fortunate. Direct enemy destruction of rolling stock and locomotives was
minimal. (four locomotives were burned). The Confederate forces exerted a
more pernicious effect on equipment by ordering the old engines at Savannah
broken up when that city was evacuated, and by co%%ndeering locomotives
and rolling stock - the latter were never fully recovered. The heaviest
fall taken by wartime service was deterioration. Equipment was abused for
the duration of the conflict - new parts and replacement parts were not
available. The average number of locomotives in shop from 1856 to 1861 was
three; in 1863, there were four locomotives in shop and twelve awaiting

repairs. 27 Motive power decreased from 59 in 1861 to 49 in 1866. 28
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Rolling stock decreased from 729 in 1860 to 537 in 1866, 30 The war dealt
a heavy blow to Company equipment.

Despite these wartime losses, the post~war president, William M. Wadley

rapidly restored the road to financial security. The major capital asset

of the road - théigzgiitself - was not destroyed by Sherman. The road was
rebuilt as soon as iron was available, - The equipment was renewed in busy
shops that could finally obtain needed supplies. All was not sanguine, how-
ever, Inflation after the war sent equipment prices skyrocketting. A loco-
motive that would have cost $9,000 before the war cost $14,700 after, and
$800 to place on the rails - a ﬁrice increase of 70%. 31

Labor costs also escallated to meet the level of inflation. Despite
the war time inflation - officers' salaries were cut during the war - in
1860, the President got $7,500 pet year, W. Burns, Master Machinist, got
$2,000 and C. C. Miller, Master Carpenter, received $1,800., By June 1865
these figures had shrunk to $4,000, §1,608, and $1,900 respectively (but in
October, Burns was restored to $2,000 and Miller raised to $1,900). 32

Master of Machinery, Boulineau, faced a severe test of his abilities
as soon as he took office. When he entered his duties in February of 1866,
tﬁere were only 14 serviceable locomotives; 35 engines were useless until

repaired. On 1 Decembér, 1866, Boulineau had 42 engines running. 33

Many.
locomotives were extensively repaired that year; two engines with 60' dri-
vers received new 54" wheels, this increasing their load capacity. By
1867, 48 engines were serviceable and only two engines awaited rebuilding
(three engines were sold that year and four were bought). The postwar ex-
penditures for maintenance of Machinery and Motive Power were up markedly.

In 1862, $110,312 3% were spent in this department; in 1866 $241,812.09 -°
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and in 1867 - $372,622.43. 36 Maximum yearly expenditure before the war
had been $227,916 in 1860. 37
LOCCMOTIVE MAINTENANCE AND BUILDING AT THE SAVANNAH SHOPS

The mid-nineteenth Century locomotives of the Central Railroad were
typically American. They were virtually all 4-4-0 machines with a swivel
bogie truck and two pairs of connected drivers. Central locomotives were
wood-burners until the 1880's. The rich timber resources of the South-
east made wood the logical fuel, and Georgia pine was idgal for rapid
steam-raising. The main difference between passenger and locomotive en-
giﬁes on the Central was wheel size. Four and a half foot drivers were
preferred for freight and five foot drivers were used for passenger loco-
motives. Given equal boilers and cylinders, the different wheel size
changed the power and speed of the 1ocomotije. The passenger locomotives
were faster but less powerful.

Locomotive maintenance was concerned with: 1. the boiler and 2, the
mechanical parts. The most.critical and expensive part of the locomotive
was the boiler with its hundreds of feet of copper flues through which
hot gasses from the fire box were drawn toward the stack. This "fire-tube"
boiler was a very efficient way to transfer heat from the fire to the
water surrounding the flues until, however, the flues became encrusted
with minerals from the water. This encrustation - or worse - corrosion
of the flues required periodic boiler maintenance - encrusted flues had to

be cleaned and corroded ones removed.
The mechanical parts of the locomotive were subject to wear and fail-
ure - and the nascent science of metallurgy found all sorts of interesting

problems embodied in the railroad locomotive (and in the track, and super-

* 4 -
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structure). Broken piston rods, c¢rank and pins, commecting rods, and
agles caused alarming derailments and accidents.

Maintenance of the moving parts of the locomotive required pre-
cision machine toels. The wheels had to be tufned on huge lathes to
eliminate the "flat spots'" that sometimes developed. The c¢cylinders
had to be bored andlthe pistons turned precisely with the rings per-
iodically renewed. The axles and journals were both precision-machined
to fit each other smoothly. The machine shop at Savannah was equipped
to carry out these operations.

The forgings mentioned above were the province of the blacksmith
shop. Iron parts were heated in forges ranged along the walls and
worked by the blows of a steam hammer of 20,000 pound capacity. The
only metal work not done at the Savannah shops was iron casting..
Castings for wheels and other hardware were obtained from a local
foundry. The castings were then forged in the blacksmith's shop and
machined to size in the machine shop. Ewven before the 1850's shops
were completed, the company was successfully fitting their own wheels
and axles,

Thé new Savannah shops had many advantages over the previous
shops - not only could the Central perform extensive locomotive repairs
more efficiently - the shops were also completely equipped for pro-
ducing locomotives. The f£irst locomotive built entirely within the
Company shops was a freight locomotive dubbed the '"William M. Wadley"
in honor of the Central's Superintendent. The Wadley was an light
wheel (4-4-0) locomotive - the "American type" - ﬁith 48" drivers and

33

link motion valves. It was completed in 1857 and was described by
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the Superintendent as "a highly creditable specimen of the skill and
inelligence of the Company's employees, ;nd will suffer nothing by
comparison with the best engines in its service."” 39 The Wadley
was a respectable sized engine with 14 by 24' cylinders. This cy~
linder displacement was not increased among Central engines for 22
years (with one exception - the Andrew Low - built by Central Rail-
road in 1863 with 14 by 25" cylindexs.) The Company was so well
pleased with the performance of the Wadley, they decided to build
another engine in 1858 and by 1859, they had finished two locomo-
tives - the Gourier, a light dispatch engine which cost $3,188.81,40
and the Emerson Foote, a large first class freight engine which cost
$11,341.21 4l ineluding labor and materials. The Foote and the Wad-
ley were probably the first Central engines with 14 by 24" cylinders
- earlier models had been furnished with c¢ylinders 13 by 26", 13 by
24", and smaller sizes. Like the Wadley, the Foote was an eight
wheel (4-4-0) engine; however, the Foote had 60' drivers and was thus
suited to freight and passengex service. Larger cylinders meant
that the Foote dnd the Wadley saw extensive service with the Central.
The former logged over 420,000 miles and the latter over 540,000,
Both were sold in 1886, when the company was trying to modernize its
motive power and 14'' and smaller cylinder engines wére phased out.

The.Courier was an engine with a different history. As a "single

driver" engine (having only a single pair of driving wheels) of light
weight, it was designed for road'inspection or other use by Company
officers. It was used for some time as a pay traim - carrying the

Company payroll, Its annual mileage never exceeded 2,500 miles - it

* L]
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was little used. The Master Machinist opined the engine was '"of
little or no value'" as an inspection engine, and in 1871 it was
converted to a pile driver to extend the railroad to the Savannah
River wharves. Presumably, the Company put the engine to better
use in its new role.

The Givil War was a major ob§tacle to locomotive building at

the Central Railroad. 1In the Twenty Seventh Report of the Company

in 1861, the Superintendent stated that one of three new engines
under construction, the Andrew Low, could be finished in one month.
42 The engine was not actually completed until November of 1863.
The Low was the same size as the Wadley, except that its cylinders
were an inch longer as described above. The delay in its construction
gives us some indication how busy the shops must have been. The
other two engines under construction were not finished during thé war.
One of these engines became the Chatham, a light duty locomotive
with 13.5 by 24" cylinders, finished in 1870, Here, we see evidence
of the work backlog caused by the Civil War. The-sister engine to
the Chatham was apparently never built - at least not by the Central.
The Master of Machinery said that a boiler and éastings made for an
engine like the Chatham were on hand in 1870, 43 These must have
been the parts intended for an engine that was to have been made in
1862. However, the Central never built another 13.5" c¢ylinder engine:
the Chatham was the first and last of its class. %%

There was a remarkable shift in the Company's policles on loco-
motive building following the Civil War. The shift in practice seems

to coincide with a change in personnel, Following B. L. Boulineau's re-
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signation in June 1872, Mr. D. D. Arden was appointed Master Ma-
chinist. Under Arden's aegis, the Savannah shop seems to have quit
new locomotive construction (See Table 3}. Arden enunciated his
policy on locomotive rebuilding in 1874,
« « . The Delaware, built in 1852, I consider worm out, and
would recommend that she be cut up and another like the New
Hampshire built in her place, using such parts of her machi-
nery as are serviceable, The Madison, built in 1833, will
require two new ¢ylinders and we will have to overhaul. her
boiler, and some parts of her machinery will also need re-
pairing. . . ,
The New Hampshire, of which mention was made in my last
report as being rebuilt, was finished and put on the road on
the 9th March last, and has given entire satisfaction as a
first-class engine. I would recommend the building of at least
one like her every year, which would help to keep our stock up
to its present demands. We have a number of o0ld engines not
specially mentioned, also, that cannot last much longer, and
to keep them up they will require more than ordinary repairs.
This class of engines will give us good materials to rebuild
with. 42
This more conservative policy seems to have been quite shrewd.
The ¢ost for 4 new locomotive such as the Emerson Foote had been over
$11,000 when built in the Central's shop. The cost for a rebuilt
locomotive was substantially less; for example, the rebuilding of the
Rome and the Savannah in 1881-2 cost the Company $14,000. Two new
engines would probably have cost over $16,000, This policy away from
new construction may be explained by the history of the Central,
In the late 1850's, the locomotives wearing out were probably obso-
lescent machines too small for rebuilding. By the 1870's the Company
had a surfeit of old, inefficient locomotives bought in the 1850's.
These old locomotives were suitable for rebuilding because the motive

power requirements for the road were relatively constant from the

1850's to the 1870's. Referring to Table'3, note the recurrence of
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the cylinder size 14 by 24" from 1857 to 1882. In the 1880's
locomotives with 14" cylinders began to be phased out in favor
of larger machines. There is no indication that these machines
were inadequate for the 1870's. The tendency to rebuild from
1878 - 1882 with 54" drivers indicates these engines-were inten-
ded solely for freight, whereas engines built previously with 60"
drivers were fast encugh for passenger service but coﬁld still
haul freight - though not as much as the 54" machines. 46
Table 3 only covers locomotives rebuilt or built until 1886.
Did the Savannah shops discontinue rebuilding in that year? This
_ issue is problematic - the Annual Reports do not give this infor-
mation. There were certain trends in the Motive Power Department
that would explain a dropping off in major rebuilding in the late
1880's. This Department was trying to phase out its light engines.
In 1890, 77 of the railroad's 227 engines were obsolete, having 14 or
15" cylinders. Freight cars were double their weight.of two decades
previous and light engines were no longer economical. The new en-
gines bought in the 1890's were much larger than coﬁld be rebuilt
from condemned engines. It would not have been reasonable to rebuild
a 4-4-0 engine with 14" cylinders to a 18 by 24" cylinder 2-6-0
(Mogul) or a "Ten-Wheeler". The dramatic increase in the size and
weight of Motive Power - and alse the sheer increase in number of
locomotives on Company branches was to have important consequences
for the role of the Savannah shops. The new motive power was too
heavy and too numerous to be over hauled at the Savannah Machine Shop.

By the turn of the Century, new shops on a scale previously unforseen



SAVANNAH REPATR SHOPS, |
HAER No. GA-1
(Page 54)

were called for. These shops were not built at Savannah.

OTHER WORK IN SAVANNAH MACHINE SHOP

In addition to building and rebuilding Central locomotives,
the Savannah Machine Shop fulfilled other tasks. The rebuilding
of the Courier as a pile driver has already been mentioned. Con-
siderable work was done for the Ocean Steamship Company and the
Gordon Cotton Press in the 1870's and 80's. In 1880, over $18,000
worth of work was done for the Steamship Company and the Gordon
Press, and in 1881, over $19,000 of non-railroad work was done .47
This was a sizeable investment of labor and material, since a com-
pletely rebuilt locomotive cost the company $7,000.

Evidence of the increased work load of the Savannah Machine
Shop was the rebuilding of 1876. Follewing a number of years of
problems with the building (it was too hot and the roof leaked) a
second story for lumber storage and a pattern shop and a third
story-monitor were added to the building, greatly increasing its
working space, But this addition was not enough.

By 1881 the Master Machinist felt that the work load of the
Savannah shop was too much. In his report to the Superintendent,
he said that the facilities of the Machine Shop at Savannahb should
be increased or else the Macon Shops enlarged so that all general
repairs might be done there and running repairs and Cotton Press
and Steamship work done at Savannah. 48 Sinée locomotive rebuild-

ing and nonrailroad work continued at Savamnah, the Macon Shops
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must have taken the general repair work. 49 We will consider the

growth of the Savannah shops vis 4 vis the Macon shops below.

SAVANNAH CAR SHOP

Railroad rolling stock had developed a standard form by the
1850's that would continue through the century. Unlike the locomo-
tive, which had no clear preceden;s of de;ign, the railway carriage
and burthen car had obvious precedents: the stagecoach and the
common horse-drawn wagon. They required little modification to be
placed in the rails. Efficient rail transport demanded changes
that were soon incorporated, however. The small wagons that were
initially used for freight were later used as swivel trucks under
larger cars. The burthen car developed a number of standard forms:
the platform car, the box car, and the stock car. All were built
much more quickly and cheaply than passenger cars. In 1860 a freight
car cost about $470 when buili in the Company shops. By 1870, a
single first class passenger car built by the Company cost $9,500.50
The passenger cars involved large expenditures for labor - even
refurbishing a car cost more than building two or three freight cars.
The passenger cars built by the shops weighed up to 50,000 pounds
by 1870 - they were placed on two 6-wheel springed trucks. The in-
terior of the car was lavish and ornate, a typical car contained
well polished, plush seats, figured ground glass in the upper win-
dows , wood work of exotic woods such as black.walnut, mahogany,

bird's-eye-maple, and the metal work was silver-plated. The labor

oy
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necessary for woodworking, painting, polishing, and plumbing (sa-
loons at each end had wash rooms and water closets) can be imagined.
The Carpentry Shop, completed in 1853, was able to fill Company
needs for rolling stock from 1854 to 1860. The construction of cars
in the Central Shops involved various woodworking skills. Wood had
to be planed - cut into proper dimensions - drilled, assembled, pain-
ted, sanded, efte. Blacksmithing and metal machinery skills were
also required to forge shape the wheels, axles, bushings, and other
parts of the truck and car,

The Pre-Civil War production of carxs at the Savannah shop can
be followed in Table 2. Ante-bellum production peaked in 1860 at
25 cars/year. Three hundred and thirty-one cars were bullt in the
shops from 1853 to 1860. In the three years before the carpentry
shop was completed, the Company bought 196 cars, but with shop pro-
duction averaging 41 cars per year to 1860, the company could sup-
ply its own needs, buying only two cars from 1854 to 1862.

Post-War production of the Savannah Car Shop was hard to trace,
The Annual Reports frequently did not break down the production of
cars and car repairs among the various shops of the Railroad. One
.trend was clear - the traffic of the Central soafed in the second
half of the 19th Century. There was a tenfold increase in rolling
stock frém 1866 to 1900. The work load of the Savannah Carpentry

Shop spiraled.
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THE 1907 PAINT SHOP

The capacity of the Savamah Shops for coach repairs was great-
ly increased by a new paint coach shop completed in 1907. The new
building cost about 530,000 and increased shop capacity teo 30 cars oL
over 10% of the total number of Central passenger coaches at the time
of its completion (See Table 4). ‘Coach, Cabinet, and Upholstery work
were done in the 0ld Carpentry Shop in the portion west of the Plan-
ing Mill (see Figures 1, 2a, & 2b). The New Paint Shop relieved the
overcrowding of the old shop by prqviding over 40,000 square feet
of work space. The useful life of this shop was only 16 years: it
was completely destroyed by fire along with the Coach, Cabiﬁet, and
Upholstery Shop and a portion of the Planing Mill on November 16,
1923.

SHOP ELECTRIFICATION

In 1907 the power plant that had served the Savanmah shops since
1855 was retired. The A. N. Miller engine had required only one major
overhaul and the boiler had been repaired once. The new electrical
power plant was installed at a cost of $41,500. It increased the effic~-
iency of the shops by providing A. C. and D. C. power, compressed air
and steam from a convenient central location. The plant did not
alternating current electricity: this was purchased from Savannah Elec-
tric and Power Company more cheaply than it could have been generated

22 Transformers in the Dynamo-Compressor Room (formerly

~at the shops.
Lumber Storage Room} supplied alternating current for plant lighting and

for constant speed induction motors. Steam from the boiler served a
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number of functions: it powered the 200 pound steam hammer in the

53 it provided steam for heating and cleaning, it

blacksmith shop,
drove a steam powered air compressor, and it powered an engine that
ran a D, C. generator. 54 There was also a motor-generator set pro-
ducing 205 V. D. C. current, but this was probably added later. D,

C. current was needed by the shopé to power variable speed motors,
used on many of the shop's machine aﬁd woodworking tools. Air from
the steam-~driven compressor was used all over the shops in pneumatic
tools.

It is interesting to note that the electrification coincided with
the completion of the new paint shop. Ome of the decidi;ta in the
decision to electrify the shops may well have been the problem of
putting a power shaft from the engine house to the paint shop - a
distance of over 500' to the end of the shop.

The electrication of the shops had profound implications for
work patterns. Electrical distribution wires made transmission of
power via shafting unnecessary. Motors could be placed to serve
each machine. Power losses through friction, which were quite hea-
vy in the old shafting system, were avoidable. D. C., motors were
used on machinery in the shops where variable speed of operation was
encountered. The full basement under the Planing Mill made the in-
stallation of motors much easier. Foundations for electric motors
were built under the Mill and the planers, saws, sander, and other

heavy equipment requiring large motors were belted to individual

motors. 57 Some lighter machines had individual motors mounted on
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the wall above the machine - e.g. the wood lathes in the Planing
Mill.

There was some delay before the full benefits of electrifi-
cation were.appreciated in the Machine Shop (and possibly in other
shops) where belting and shafts continued to be used until 1923. 26
This was a transitional state between steam power and full electri-
fication with an individual motor supplied at each machine., One
electrical motor was used to run a whole gang of machines, probably
transmitting power tﬁ;ough the same shafting that had run from the
engine room, This was not a good compromise: it saved some energy
wasted in friction by eliminating shafting from the engine houéé,
but it retained dangerous overhéad belting in the shop. Also, the
capacity of a large electric motor was usually wasted since all the
machines connected to it were rarely iﬁ use at once. (Conversely,
if the motor had no excess capacity - it would have been overloaded
when all the machines were used.) N

The nuisance of the old belt and shaft drive system was abolished
when 12 new machines with integral motors were installed in 1923. The
new machines could be operated by fewer men.

The banishing of drive shafts and belts was only one facet of the
changes brought by electrification. The electric motor solved all
gorts of-problems in efficient handling of materials and equipment.
The incgeased wgight 6f locomotive engines made it necessary to in-
stall a gasoline engine on the roundhouse turantable in 1903. In 1906

57

the turntable was replaced (and probably enlarged). In 1911, the
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turntable was finally electrified at a cost of $2,327.26 for the two

>8 The advantages of the

tractor motors, gearing, and controller.
electric motor over its gasoline predecessor were obvious: mainten-
.ance was lower, it was more reliable and it was more convenient to
use.

Passenger coaches weighing on the order of 70 tons also posed a
transfer problem, at least partially solved by the electric motor.
The Coach and Paint Shop were served by a transfer table which was
electrified by the 1920's, 39 . The transfer table was
invaluable to maximum utilization of shop land. It allowed cars en-
tering by a single track access to 26 tracks entering the Lumber Yard,
Paint Shop, Coach Shop, Coach Stripping Tracks and Planing Mill.

The transfer table ran along a set of five tracks trans-
verse to the tracks it served. (A motor of only 10 hp. may have been
used to power this device.) 50 The transfer table allowed the lumber
storage area and store house to stand between the entrance tracks and
shop tracks without interfering with access of coaches, nmegis or cars
Eo the shops. An electrified transfer table was the most convenient
to operate,.

Other uses of electric ﬁotors which transformed and facilitated
shop operation were the various electric cranes, hoists, and elevators
used at the shops. A six-ton mono-rail electric hoist was used in
the 1925 Coach Shop to transport coach trucks about the shops. (See

Section on 1925 Coach and Paint Shop) A similar momo-rail hoist was

probably used in the Machine Shop to handle locomotive driving wheels
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about the wheel lathe:. 61 A locomotive crane, probably in the Ma-

chine Shop, was equipped with an electro-magnet in 1910, 62

To remove driving wheels from locomotives or wheels from coaches
or car trucks, special "elevators" called drop pits were used, Ele-
ctric motors provided the power for this operation. The 1926 round-
house included a Whiting Drop Pit of 50 ton capacity.

The Drop Table was a section of track about 10' long on a platform
supperted by four large screws. The driving wheels of a steam loco-
motive (which were very heavy) were lowered on this platform, the
platform was shifted to the next set of tracks, and raised. 63 Then
the drivers could be rolled onto the turntable and sent directly into
the machine shop without being lifted manually. The wheels of passen-
ger coaches were removed on a similar but smaller wheel pit which

ran under three of the stripping tracks between the Coach Shop and
the Planing Mill, There were three electric
elevators in the shops - two in the 1925 Paint Shop and one in the
Machine Shop, serving the 2nd floor Pattern Shop.

Another ingenious use of electric motors, for material trans-
fer was found in the Planing Mill, where a large blower motor powered
the exhaust ducting éystem for wood chips from the saws, planer. ,
and sanders. These chips were ducted directly to a storage bin next
to the boiler room, where they were burnmed to raise steam,. A similar
exhaust ducting system for wood chips was used in the Pattern Room
64

above the Machine Shop.

Elecﬁricity was also useful to the shops in forms other thaﬁ
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Motive Power. Electric lighting was probably introduced with the

1907 electrification. 65

Judging by light levels in the buildings
today, this must have been a major factor in increasing worker
efficiency. Electricity also served to power electric arc-welding
units; there were qutlets at each stall of the round house for arc-
welding. Arc-welding was a valuable repair technique which saved

the railroads millions by repairing defective castings, forgings,

boiler plate, areas to be machined, etc.

THE SAVANMAH SHOPS IN THE 1920'S

The Savannah Shops were thriving in the 1920's. These years
saw a New Coacﬁ and Paint Shop, a new Roundhouse, and a new store-
house built at the site. The number of locomotives on the Central
reached its all-time high - 349 - in 1925.and the number of loco-
motive revenue miles also peaked in that year. (See Table 7) Equally
important for the Savannah shops, the only passenger coach shops on
the railroad, the number of pagsenger cars peaked in 1920 at 298 and
remained at 292 in 1925, 8ix hundred and thirty-one men were employ-
ed at the Shops in‘1923 with monthly wages of $70,000. 66

Locomotives serving 500 miles of Central system track were.
shopped in Savannah (but the heavy power was shapped at the new Ma-
con facilities). The Savannah Machine Shop was equipped for any re-
palr work on these locomotives, Six engines were replaced and sent
out monthly. The stark glare of the cxy—aéetylene tqrch and the
electric arc-welder constantly played on the 34 stalls of the round-

67

house. The erecting department of the roundhouse was equipped to
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1lift locomotive bodies from the wheels, and the Drop Pit removal
counter-balanced drivers for easy repair.
The shops were well equipped for metal working. The seven forges

68 The

of the blacksmith shop kept the 200 pound steam hammer busy.
Copper Shop produced babbit metal for the engine system. The brass
foundry cast shoes and wedges used for locomotive and car bearings.
Iron and steel castings were not dome at the Savannah Shops, but the
Pattern Shop kept a library of thousands of wooden patterxrns that could
be used by local foundries to cast any part needed for locomotives,
shop equipment, coaches, or freight cars. 69 All metals produced or
used at the Shops were tested by the Test Department, which waslocatead
in the 2nd story above the Airbrake Shop. The Engineer of Tests was
also responsible for controlling the quality of Company supplies, from
air brake hose to locomotive oil.

The Electrical Department at Savannah had two shop rooms, one
for passenger coaches in the Passenger Depot and one between the Plan-
ing Mill and the Compressor-Dynamo Room. This department had the re-
sponsibility for keeping tﬁe electrical equipment of the shops in good
order. They rebuilt storage batteries, cleaned dynamoes, repaired
motors, etc. 70

The Storechouse at Savannah was critical to the smooth function-
ing of shop repair work. Storeé of about half a million dollars worth
of parts, equipment, and supplies were kept at Sa&apnah: 71 eﬁerything

from stationery to locomotive parts had to be immediately available.

A new brick and concrete Storehouse was built in 1925 adjacent to the
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Planing Mil1l. It wﬁs well equivped for efficient flow of materials
with concrete ramps and platforms for moving material on electric
trucks and direct unloading from freight cars. Casting bins were
provided in front of the building. The interior of the Storehouse
resembled a large grocery store with rows of white shelves and tower-
ing stacks of supplies. 72
The Planing Mill at the Shops used 175,000' of pine and hard-

73 It prepared rough lumber for use in pass-

wood lumber per month.
enger and box car rebuilding, Freight cars were repaired at the
freight car repair tracks which had a capacity of 65 '"bad order™
cars. A freight car repair shed 32' by 309' was erected in 1925 to
serve the repair tracks. 74 Passenger Coach Repairs were done in the
Carpentry Shop, Plumbing, Cabinet, and Coach Departments. Twenty-
two cars per month were painted in the Paint Shop. All these Passen-
ger, coach, péint, and repair facilities were lost in the fire of

75

November 16, 1923, Rebuilding was beguﬁ immediately.
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THE 1925 COACH AND PAINT SHOP

The 1923 fire caused a loss in bulldings, machinerxry, and pass-
engexr equipment of over half a million dollars. The new shops built
as replacement were ofrfire—resistant brick and steel construction.
The Paint Shop was a two stoxry building on the corner of Jones and
West Boundry Streets, 226' by 210", and the adjoining Coach Shop was
210" by 70'. They were well arranged for convenience of work and
transfexr of materials. Shipping, painting, and refitting was done
on the ground level, with direct access of coaches wvia a transfer
table in front.of the shops. The basement level contained Cabinet,
Upholstery, Electrical and Sheet Metal Departments, paint storage,
stationery, supply and Painting room, and locker-lavatory facilities
for the workmen. There were many interesting features of this
buildiﬁg to facilitate Coach painting and repair. A 6-Ton overhead
mono-rail electric crane was used for handling coach trucks. Work
was carried to and from the departments on the basement level via two
5-Ton automatic elevators with 6:by 12' platforms, Painting was
made easier and safer by the powerful ventilation system and the counter-
weighted scaffolds which could be easily raised or lowered and locked
in pla;e. Metal work was aided by a piping system that carried

76
acetylene to outlets in all parts of the shop.

POSTSCRIPT: THE DECLINE OF THE SAVANNAH SHOPS
The 1930's were bad years for the Central Railroad. The Company
went into receivership in 1932, when it defaulted interest due to

securities. Almost wholesale dismissal of workers in its shops and
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of fices followed and those who remained received salary cuts. 77
Table 7 gives some indication of Company businesgs in this century.
Note that equipment maintenance expenditures for 1935 were but half
those for 1920. This gives some idea of the reduction in shop budget.
The 1940'5 saw an upswing iﬁ Company business: shop budgets in-
creased, as did locomotive mileage and the number of cars., Savannah
remained active as the shopping point for passenger coaches until
1963.
Locomotive repairs at Savannah declined dramatically after the
late 1940's. Dieselization of the Central was begun in the 1940's
and completed by 1953. One hundred and thirty diesel electric loco-
motives fulfilled motive power needs in 19 55. The Savannah shops
were not equipped for diesel repairs: these were done at the Macon
shops, the main shopping point for the whole system. After 19532,
with steam locomotives banished from the road, the Savannah brass
foundry, boiler shop, machine shop, pattern shop, and blacksmith shop
were almost superfluous. There was little need for these shops
when locomotive repairs were no longer done. The shop force was
cut accordingly and heavy machinery was moved to Macon.78
The final blow to the shops was the purchase of the Central by
Southern Railway in 1963. The "mechanical forces' of the two rail-
roads had been. “"combined?” by the time of the official takeover--
18 June, 1963. Within 24 hours of the takeover, 200 Savannah
employees of the Central including many in the Mechanical Department

79
were fired. The Savanmah . shops were closed,
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CONCLUSION
Although the Savannah shops were busy in the 1920's, the Central's
shop focus had already switched to Macon. Electrification had a pro-
found impact in transforming work patterns in the Savannah shops. The
railroad shops may have been slow to electrify, but they illustrate
the typical integration of electricity into the "American System of
Manufacture," This latter concept included rationalized work flow '
and efficient production techniques that increased the skill and power
incorporated in machines to reduce labor costs. The Savannah shops
* could not have realized the full potential of shop electrification,
however, since the design of the shops was inappropriate for newer
production techniques. Electrification madeit possible to design
"mass production" shops on a scale previously unforeseen. The Macon
shops, constructed from 1908 - 1910 at a cost of 1.6 million dollars,
were the showplace of the Central Railway shops. The key to the effic-
ient transfer of materials and equipment at these shops--and their most
5pectaCular_feature~-was the complete system of travelling electric cranes,
The largest of these was a 120 ton travelling electric crane (manufac-
tured by the Niles Company) in the erecting and boiler shops that trans-
ferred whole locomotives and boilers from one end of the shop to another
without interfering with the intervening locomotive repair work.
Other electric cranes were strategically located in shops
to expedite material transfer. The Macon shops represented the adoption
by the railroads of mass production techniques predicated on electrifica-

tion.
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shaft hangers. These may be located by bolts and bolt holes running along
the walls of the blacksmitﬁ shop, machine shop, and planing mill., The shaft-
ing was hung from the roof trusses in the lumber storage room (later the dy-
namo room) .

18 These figures were estimated from an 1852 plan of the Savannah Depot.
A blue-line print of this drawing is in the Historical Files at the Office of
the Central of Georgia Railway in Savannah.

19 Savannah Daily Morning News, 27 April 1859 .

20 The shaft has been removed, as were the brackets holding it, but the
bolts holding those brackets remain. There were 8 brackets on 19' centers

down the 160’ length of the blacksmith shop. Most of these 8 brackets were

supported by plates 36" x 9" with 3 bolts to the wall. 2 1 The shaft
level could be gauged by a notch in the blacksmith shop . jib crane
* R
N

(that is in the hinged upright support of the jib crané. There were

8 more smaller 4-belt brackets on the blacksmith shop wall on line

with the shafe. "

21 Too much of the machine shop has collapsed to decide this. Thexe were
no photographs of the shops in the Central of Georgia historical files ner
elsewhere.

22 No evidence of shafting was found on the East and West walls of the
planing mill, although the West wall was rebuilt following a fire in 1923.
However, the_electrical motors in the planing mill were placed in the bhase-
ment and power was transmitted through belts.

23 These chips were an important power source fér steam raising, At the
Macon Shop power plant built in 1881, three large surface bollers were to gen-
erate enough steam for the 60 horse power engine driving all the shop machinery.

The only fuel to be used was the shavings from the car shop.



SAVANNAH REPAIR SHOPS ., ,
HAER No. GA-l
(Page 70)

. 24 Abstract, p. 307.
25 1867, the Master Machinist was paid $3,250/year and the Master Car

Builder $3,000/year. Source: Central Railroad and Banking Company Min-

utes 1859 - 1878, 22 January 1867, p. 225.

26 15 June 1872, following Mr. B. L. Boulineau's resignation as Master
of Machinery, Mr. D. D. Arden was appointed Master Machinist. The duties
of Master Machinist were then changed to limit his supervision tothe shops
at Savannah and Augusta. (Source: 37th Report, p. 18) This administat-
ive change seems to reflect the increasing importance of the Macon shops,
which had been consolidated in 1870 in East Macon. It might have been too
large a responsibility to administrate both shops. However, the Master Ma-
chinist continued to report the materials on hand at all the shops - Colum-

. bus, Macon, Augusta, and Savannah - and these data were given in his report
to the Superintendent each year,

One should also note the change in title of the position; from the
1840's until 1866, the position is referred to as Master Machinist or Master
Mechanic. However, when Wadley reorganized the administration of the road
in 1866, the title was changed to Master of Machinsery, calling attention to
the responsibility of the Master for all locomotives and machines used by
the railroad - even those machines used by the Carpentry or Car-Building De-
partment. The responsibilities of this Master were contracted in 1872, and
the title reverted to '"Master Machinist".

27 Statements of Locomotives in Annual Reports from Twenty-Third Report '

to Twenty Ninth Report.(1856 - 1863).

28 Thirty First Report (December, 1866), Table: 'Names, Character, and

. Condition of Locomotives on Central Railroad."
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29 Twenty Sixth Report (December, 1860) Table No. 8.
30

Thirty-First Report (December, 1866), p. 338.

31 Thirty-First Report (December, 1866), p. 306.

32 Company Minute Book 1854 - 1878, pp. 22-3, 66, 130, and 152.

33 Thirty-First Report (December, 1866), p. 332.

34 Twenty-Eighth Report (December, 1862), p. 228.

35 Thirty-First Report (December, 1866) Table: Railroad Expenditures

in Detail.

36 Thirty-Second Report (December, 1867) Table: Railroad Expendi-

tures in Detail.

37 Twenty-Sixth Report (December, 1860), p. 170.

38 Thirteen of the 17 locomotives the Central bought from 1853 to 1857
were link motion; four were independent cut-off and one was variable cut-

off. Source: Annual Reporﬁs.

33 Twenty-Third Report (December, 1857), p. 85.

40 Tyenty Fifth Report (December, 1859), p. l44.

4l ybid. This seems a rather high figure compared with those prices

given for 19th Century locomotives in John White, American Locomotives:

An Engineeting History 1830 - 1880 (Baltimore: Johns Hopkins University

Press, pp. 21-2.) It would seem that the management of the Central thought
the experience gained by their mechanics in assembling a locomotive worth
a premium.

42 Twenty Seventh Repori (December, 1861), p. 203.
43

Thirty-Fifth Report (December, 1870), p. 40.

44 The Central did buy 13.5 cylinder locomotives until 1860, however.

45 Thirty-Ninth Report (December, 1874), pp. 51-2.
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. 46 Thirty-First Report (December, 1866), p.333.

47 Forty-Fifth Report {December, 1880), p. 50; Fortv-Seventh Report
{December, 1882), p. 78.

48 Forty-Sixth Report (December, 1881), p. 58.

49 Data given in the Annual Reports does not allow the work load of
the Macon and Savannah shops to be clearly separated.

30 5avannah Morning News 14 June 1869.

51 Tyelth Annual Report (Jume, 1907), p. 9.

52 Savannah Morning News 7 September 1923.

53 Ibid. One wonders whether the 1855 article in the Sawvannah Morn-
ing News (hereafter SMN) 27 April 1859 was accurate in describing the
steam hammer as a 20,000 pounder.

54 This account is pieced together from information in the article
cited in 51 above and fyom interviews with Mr. Gillis,

55 Interviews with Mr. Gillis, a former employee of the Savannah
shops and now a foreman at the Southern Railway's Dillard Yard, Savannah,
. provided valuable information about the machines used in the shops in the
1950's.

56 SMN 7 September 1923.

37 Eleventh Annual Report (June, 1906), p. 13. 1t cost $2.,444.64,
58

"

Sixteenth Annual Report (June, 1911), p. 11.

39 a4 1923 picture of the old Storehouse shows the transfer table with
its controller housed by a cab.

60 4. 1. Totten, "The Eveluw tion of the Railroad Shop," General
Electric Review 12 (September, 1914), p. 929.

6l The track for such a hoist was shown on a 1929 plan of the Machine
Shop in the Central of Georgia vault at the Red Building in Savannah.
(Print #97-2/13690) A copy of this print is in the H. A. E. R. office in
Washington, D. C.

62 The new electro-magnet cost $1,146.69. Fifteenth Annual Report
{June, 1910), p. 12, : :

63 The Drop Table itself rested om two curved trucks runming the length
of the pit - about 50'. The Pit served three tracks The
. Drop Table motor was 1015 R.P.M., 17 hp. KTE 502 Frame, Specifications from
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a plan #35-0 in Central of Georgia vaults.

64 There was a smoke tunnel running down the center of the black-
smith shop; this tumnel lead to the main smoke tunnel from the boiler room
to the stack. Forge fires on both sides of the blacksmith shop were drawn
into this central tunnel. (Source; Interview with Mr. Gillis)

65 The Shops were not lighted electrically in 1899, The railroad
seems to have been retarded in this respect. The Right Way Magazine
(August 1929), p. 15.

66 sMy 7 September 1923. This was an excellent article, much more
helpful than the railroad's own publication, The Right Way Magazine.

67 There were also two tracks leading into the turntable and ome track
leading into the Machine Shop. There was an outlet for oxy-acetylene and
for electric arc-welding at each roundhouse stall, SMN 7 September 1923,

68 This was later replaced by a compressed air hammer and two of the
forges were retired by the 1950's. (Source: Interview with Mr. Gillis)

6% central of Georgia Magazine (December, 1949), p. 4.
70

SMN 7 September 1923.
1 1bid.

72 "Our Modern Storehouse at Savannah,' The Right Way Magazine (April,
1925), p. 14,

73 sMN 7 September 1923.

74 Thirtieth Annual Report (Jume 1926), p. 10. It was constructed
with salvage from the temporary paint shop.

75

The Right Way Magazine (December, 1925), pp. 4-5.

76 Two articles were used fot this description: L. M. Jordon, "The
Central of Georgia's Passénger Coach Repair Shops," The Railroad Herald 34
(February, 1930), pp. 20-23. and G, A. Belden, "The New Coach and Paint
Shop at Savannah," The Right Way Magazine (May, 1925), pp. 24-26.

77 SMN 20 December 1932.

7’8 yaluable information on the shops phase-out was obtained from in-
terviews with Mr. Bill Leavengood and Mr. W. W. Ingram, both formerly em-
ployed by the Central.

79 SMN 18 and 19 June 1963.
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SELECTED BIBLIOGRAFHY
INCLUDING CRITICAL REMARKS

UNPUBLISHED

Jefferson Max Dixon, An Abstract of the Central Railroad, 1833 - 1892
Doctoral Dissertation, Graduate School of Education, George Peabody
College for Teachers, 1953.

An invaluable source of information on the Central, but it contained
very little about the shops.

William Greene Raoul Collection of Papers, 1869 - 1897. Emory University
Library.

One of seven letterbooks in this collection contains material
relevant to Central shop history. This letterbook, 1878 - 1886
contains correspendence relating to Racul's railroad patents,
including: (1) a2 device for coupling airbrakes im mixed trains
including cars without air brakes, (2) an oil box for railway
cars, and (3) a gainer or "dado" machine probably used in car-
building. The scrapbooks also contained a newspaper article des-
cribing .the Macon shops c¢. 1880. The collection was largely con-
cerned with Raoul's Presidency of the Central,

Andrew Jackson Rike Papers , Southerm Historical Collection of the
University of North Carolina at Chapel Hill.

This collection included letters from Rike's brother Emanuel,
who worked in railroad shops and sometimes discussed his
wages, Not pertinent to the Central, but indicates relative
railroad shop wages in the 1860's in North Carolina and Alabama.

PUBLISHED
BOOKS
American Railway Engineering Association, ‘Manual of the American

Railway Engineering Association for Railway Engineering. Chicago:
American Railway Engineering Association, 1929.-

The chaper on "Shops and Locomotive Terminals™ provides a con-
venient summary of practice.
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. BOOKS (Continued)

Berg, Walter G. Buildings and Structures of American Railroads: A
Reference Book for Railroad Managers, Superintendents, Master
Mechanics, Emgineers, Architects and Students. pp. 1 - 245 in
Train Shed Cyclopedia Nos. 7, 13, 19 Novato, California:
Newton K. Gregg, 1973 - 1974.

Berg wrote the definitive work on railroad structures. Chapter
16 on Engine Houses was especially useful,

Catherwood, T, B. editor, The Life and Labors of William M. Wadley.
Savannah: Morning News Steam Printing House, 1885. (pamphlet)

Contains a very helpful sketch of Wadley, the planner of the
Savannah shops.

Central Railroad and Banking Company, Reports 1837 - 1892

Central of Georgia Railway Company, Annual Reports .1896 - 1963.

The Annual Reports were an excellent source of material for shop
developments. The Nineteenth century reports for the years 1866 -

' 1882 were the most informative, since they included full reports
. from the Master Machinist and the Master Car Builder for each
year, .

Howson, Elmer T. and Rench, W. F. editors, Railway Engineering and

Maintenance Cyclopedia. New York: Simmons - Boardman Publishing
Company , 1926,

The subtitle calls it: ''An Authoritative Manual of Engineering,
Maintenacne and Signaling Including Definitions, Descriptions,
Illustrations and Methods of Use of the Materials, Equipment and
Devices Employed in the Construction and Maintenance of Tracks,
Bridges, Buildings, Water Service, Signals and Other Fixed Rail-
way Properties and Facilities.'" A handy guide,

Kirkman, Marshall M. The Locomotive and Motive Power Department.
Chicago: Cropley Phillips Company, 1915.

This book is part of Kirkman's "Science of Pailways." It is
divided into two parts: Locomotive Engine Failures and The
Motive Power Department. The section on Motive Power is parti-

) cularly informative on the supervision and administration of
-that department. Appendices include sample forms for all
business transacted by the Motive Power Department.
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BOOKS ({Continued)

Mazlish, Bruce editor The Rallroad and the Space Program: An Ex-
ploration in Historical Analogy. Cambridge: The M.I.T. Press,
1965. .

Especially interesting was the article by Thomas P. Hughes,
“A Technological Frontier: The Railway.'" (pp. 53 - 73).

Phillips, Ulrich Bonnell A Histoxry of Transportation in the Eastern
Cotton Belt to 1860, New York: Columbia University Press,
1908. ’

An excellent source book on Georgia and South Carolina railroads
before the Civil War. '

Sinclair, Angus, Development of the Locomotive Engine. (Annotated
edition prepared by John H. White, Jr.) Cambridge: The MIT
Press, 1970.

This was an ambitious work, but it lacked organization. John
White's annotations are very helpful.

Stanley, Frank A. Railroad Shop Practice; Methods and Tools.
New York: McGraw-Hill Book Company, 1921.

A very thorough treatment of all aspects of railraod shop practive.
The author was an editorial representative of American Machinist
and was particularly interested in machining procedures.

White, John H. Jr. American Locomotives: An Engineering History 1830 -
1880. Baltimore: The Johns Hopkins Press, 1968,

This is the definitive work--a paradign for history of technology.
Excellent illustrations are included, many by the author himself.
Indispensable as an orientation to the subject of locomotive his-
tory. I found the section on "Performance' quite useful.

Woodbury, Robert 5. History of the Grinding Machine: A Historical
Study in Tools and Precision Production. (1959) In: Woodbury,
Studies in the History of Machine Tools. Cambridge: The MIT
Press, 1972.

The section "The Railroad and Heavy Grlndlng” pp. 114 - 120 was
relevant to railroad shop practice,
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ARTICLES

Belden, G. A. 'The New Coach and Paint Shop at Savannah,"” The Right
Way Magazine. (May, 1925) pp. 24 - 26.

A useful description of the building.

Jacobs, H. W, "Organization and Economy in the Railway Machine Shop,"
Engineering Magazine 31: 897-908, 32: 21 - 34, 177 - 95, 339 - 51
and 523 - 34 (September 1906 - January 1907).

A very detailed and thoroughgoing application of efficiency man-
agemenl techniques to the railway machine shop. The author gave
a perceptive analysis of the backward methods in railroad shops.

Jordan, L. M. '"The Central of Georgia's Passenger Coach Rupair Shops,"
The Rgilroad Herald 34: 20 - 23 (February, 1930)

An informative account of the work done in these shops.

Pomeroy, H. L. '"Electric Driving for Shops," The Railroad Gazette
34: 493 - 5 (27 June, 1902)

The article gave valuable data on conversion to electric drive.
He advocated group drive for lighter machinery due to the ineffic-
iency of smaller electrical motors.

Sagle, Lawrence '"America's Qldest Railrcad Shops -- Mount Clare,"
Railroad History 127: 22 - 44 (October, 1972). :

The Mount Clare shops provide an interesting contrast to those at
Savannah.

Savannah Daily Morning News, '"Georgia Railroad Station at Savannah,"
(Reprinted from Colburn's New York Railrocad Advocate) Savannah
Daily Morning News (17 July, 1855)

An excellent description of the shops by a Northern railroad author.
He was impressed with the facilities at Savannah,

"Central Railroad Station, Savannah"

(27 April, 1859) p. 1.
An article useful for its description of the shops.

Seley, C, A, "Electric Drive in Railroad Shops,'" Railroad Gazette 38:
461 - 9 (12 May, 1903)

The author felt that railrcads had not adopted electric motors
as rapidly as manufacturers. The article gives a thorough treat-
ment of the subject.
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. ARTICLES (Continued)

- Totten, A. L. "The Evolution of the Railroad Shop," General Electric
Review 12: 924 - 9 (September, 1914)

An excellent treatment of railread shop electrification -- I found
it quite useful.
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S 2 _
CENTRAL RAIIROAD AND BANKING COMPANY  -2ge 81)
. LOCOMOTIVES BUILT IN SAVANNAH SHOP™
‘ear’
- on NAME IF REBUILT SERVICE CYLINDERS DRIVERS
»ad - YO o R o O =T o
® O knN < B N £ o ork iy § A
o 0 0 g (o n Hoe = o) [p] 2]
e [N o Rl — m O~ o O = o] o =
Jods D b (o @ At o " @ = ® @
- a = ® U?; = = o ® [ o+
d o g- I1-1- ® ~ 5 2t ks
=S = g ,
A
357 . ..
ne M. Wadley , X 14 24 4 54
859 ,
purier X - - 2 48
nerson Foote X 14 24 L 60
860 :
homas Purse X 14 24 iy 60
863
ndrew Low X 14 25 4 60
870 _
hilam , X 13% 24 4L 60
873
tlanta R 1855 B X 14 20 L 60
874
ew Hampshire R 1854 B X 14 24 L 57
875 *
adison R 18353 R X - - 4 60,
irefly R 1850 R X L 60
876
elaware R 1852 B X 14 24 L 54
877 .
esuvius ? X 14 22 4 4.8
878 . '
outh Carolina R 1852 B X 14 24 L 54
879 a -
ew Jersey ? X 14 24 4 54
880 '
ix"nia R 1851 B X 14 24 L 54
881 _ :
enry McAlpin R 1852 - R X 14 24 i 54

avannah R 1854 R X 4 24 4 54
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TABLE 3 (Cont.) - : (Page 82)

1882 b .
Rom ? X 14 24 4 54
Ty | 2 X 1% 24 4 54
1883
Pennsylvania R 1854 B X 16 24 4 68
Connecticut R 1854 N X 16 24 L 57
1884 4 :

#133 ? X 16 24 L 63

#134 ? X 16 24 I 63
1886

#1h9 ? X 16 24 L 63

* - » - - &
Her original drivers were of these dimensions

arKe New Jersey may have been built with parts from the Waynesboro,
built in 1853 by Norris Brothers. The Waynesboro had 4 60" drivers and
was cut up in 1878.

bThis engine was possibly a reincarnation of the Missourl, condemned
th same year., The Missouri was a Baldwin locomotive put on the road
in 55 (4 54" drivers).

®Like the Rome, the Tybee was a new name, but perhaps a reconstruction.

digentification of the old engines used for rebuilding became difficult
for 1884 and later years when names of locomotives were no longer given--
numbers were used instead.

“Phe letter code is as follows: B = Baldwin and Company , R =
Rogers, Ketchum and Grosvenor, and N = Norris Brothers

7|t';lf'he sources for these data were the Statements of Locomotives
prepared by the Master Machinist and appended to each of the Annual
Reports,
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age 84)
KEY (Pag

TO TABLE 4

This table shows the growth in the rolling stock and motive power of the
Central Railroad/Central of Georgia Railway (name was changed to the latter
in 1895). The locomotive numbers for 1863 and 1866 do not include engines for
the Southwestern and for the Macon and Western Railroads. Expenditure for
Maintenance of Machinery and Motive Power includes: engineers and firemen's
salaries, other salaries and labor, material, oil and tallow, tools and machin-
ery, fuel and water.

Locomotive mileage figures are for Savannah.Division'only. Total loco-
motive mileage of all divisions would have been double to triple the mileage

shown for most years - see note ©.
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Building the Central of Ceorgia Railroad

Introduction

The first railroads of the Southeast, like the Central of Georgia
and the South Carclina and Canal Railrcad companies, were built to bridge
the piney wood flatlands which separates the piedmont and the tidewater
sections. Up until the introduction of the railroad, the only communication
between the well-settled tidewater region and the cotton producing piedmont,
beyond the pine barrens, was by slow and unreliable streams, some wagon
roads, and an occasional canal.

The origin of the Central of Georgia Railroad lies in the problem of
southeastern planters getting their cotton from the interior to the coast.
In the late 1820s, the South Carolina and Canal Railroad Company started
to build a railrocad line from Charleston to Hamburg, a small community
on the northern side of Savannah River, in Augusta. Its purpose was to
divert the river trade that had been lomng enjoyed by the citizens of
Savannah, due to its natural location near the mouth of the Savannah River.
This threat provided the necessary impetus for the citizens of Savannah
to begin their own railroad.

Although the up country planters needed to ship their cotton cheaply
and rapidly, they were not the prime sponsors of railroads initially.
Piedmont towns, like Macon, approached the initlal coming of the railroad
with suspicion, fearing this new means of transportation would cause people
to bypass these up country market towns. Thus, it was the coastal port,
competing for back country traffic, that provided the impulse to build
railrocads through the pine forests. Subsequently, the piedmont towns would
expand and eventually create new towns, such as Atlanta.

Later, Savannah and the Central of Ceorgia would outstrip the South
Carolina Railroad, since Georgia had geographical advantages over South
Carolina. It was no mistake that the greatest railroad town of the southeast,
Atlanta, was loc—~ted at the foot of the Appalachian Mountains, making an east-
west passage very easy. Other States, from Main to South Carolina, had to
deal with the natural barrier of the Appalachian Mountains, when seeking to
build their lines westward. Often, this geographic fact goes unnoticed.

On 20 December 1833, the Central of Georgia was chartered, but it was
not until November of 1935, that the first rails were laid, [1] and only
then, one hundred feet of rails were laid, in order to keep the charter in
force. However, in 1835, the state legislature passed a bill creating the
new Central and Railroad Banking Company, making investment prospects look
brighter for the infant railroad. With this amended charter and its lucrative
banking privileges, work could begin on the line in earmest. [2] On 27
December 1835, the amended charter of the Central was laid before the city
council of Savannah, and in February 1836, the city fathers again decided
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to open the stock bocks. By February 12, enough subscriptions were sold
to bring the total to 12,308 shares, at $100 a share. Over a million
dollars in capital was now avallable to the Central and the books were
then closed. [3]

Subsequently, on 28 March, the Savannah city council called a meeting
of the stockholders. Directors were selected and a permanent company
organized. On 5 April, William Washington Gordon, then Mayor of Savannah,
was selected as president. He resigned the mayorship immediately. Thirty-
nine years old, a lawyer and politician, Cordon had piloted the Central
charters through the legislature, and now he was to preside over the
conStruction of the roadbed. [4]

In late summer, 1836, a John W. Randall of Delaware, a competent
engineer and "a gentlemen of high standing and great experience in his
profession," was engaged to supervise the actual construction. [5] He
advocated immediate commencement of the work, but re-surveyed the route and
favored the southern route to Macon, because it was shorter and cheaper,
costing approximately one~half million dollars to build. However, the
directors were in favor of the nmorthern route, since it ran through a more
densely populated area. Randall then resigned and L. 0. Reynolds took his
place. [6]

Although the use of the northern route would be more costly, it had
some advantages, in that the lower initial cost of the northern route would
create early and much needed confidence. The highly populated Ogeechee
district would give the Central a good initial freight business, since the
so—called northern route would go through Eatonton and Madison, to tap these
newly developed cotton markets. Also, there were some roads and other in-
ternal improvements schemes, near the northern route, that might prove to
the rialroad’'s advantage later. [7]

The last major policy decision was the question of slave wversus white
labor, and in March 1837, all the company's white laborers, in direct
employment of the company, were dismissed. A system of contracting for
work and timber was implemented to placate the planters' interests along
the railroad. This contracting-out system would continue until the road
was finished. [8]

With the routing and labor problems solved, the directors, president,
and chief engineer began to push the construction zhead. The problems of
railroad engineering were new, even to the chief engineer. Technicalities
like materials and roadbed design had to be worked out. Materials were
selected according to their availability. Pine, used for ties and timber,
was, of course, chose, since it could be procured easily along the way.
However, timber was not satisfactory in building culverts, stations, and
bridges, so as the road reached Milledgeville, quarries of granite in the
area made stone culverts and masonry abutments for bridges a possibility.
Iron would be used for the rails, since locomotives had already been proven
to be the most economical form of motive power. [9]
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The superstructure of the Central roadbed was ten by twelve-inch
"sleepers,' laid eight feet apart, with two six by twelve-inch longitudinal
string pieces atop, upon which were placed the mid-section of each three
by two-inch ribbons of hard pine. These ribbons were capped with strips
of plate or "strap" rail, three inches by three-fourths of an inch thick.
[10] Only the ribbon and the rail were not placed in the earth.

With the completion of the first one hundred mills, the falt iron
rail, later changed to the "flange' rail, was discontinued. From Midville
to Macon, the "edge rail" or inverted T Pattern was introduced, and this
allowed the engineers to dispense with the three by two-inch wooden ribbon.
The Chief Engineer, L. 0. Reynolds, commented, in 1840, that the new rails
provided a much smoother ride. [11]

There were also problems involving the right of way and routing.
Detailed procedures were drawn up to adjudicate claims arising from
acquisition of the right of way. Initially, the negineers spoke of
"mercenary motives' of some landowners. [12] However, most of the planters
and farmers, who property lay across the railroad, did not charge the
railroad for the right of way. Instead, they were happy to have the road
nearby and a chance to sell their timber. By 1842, opposition to the rail-~
road was gradually subsiding. [13]

As the railreoad was being built, the neighboring towns sought to get
spurs built, connecting them with the main line. Macon wanted to start
building from the western end, but the engineers decided to proceed
entirely from east to west, since rails and equipment were difficult to
transport inland., [14] As early as 1839, Waynesboro sought a branch line,
and the Central surveyed the route for costs, but it could not turn from
the main goal of reaching Macon. Milledgeville also sought to have the
main line come through its city limits, but Reynolds declared that the
extra twelve miles through broken country would increase costs by $500,000.
He also pointed out that this route would violate the charter, which called
for a road to be built over the "shortest, practicable route" from Savannah
to Macon. However, Waynesboro and Milledgeville were the first communities
to get branch roads, after the completion of the main line, [15]

Other problems were also being solved. In 1836, new legislation was
introduced, promising connection with the northwest, when the road reached
Macon. By 1839, eight miles of the estimated two bundred miles had been
completed, and the remainder was being prepared for track. Although
$1,187,132 of the $2,300,000 had laready been spent, costs were still running
within estimates. [16] The bank was in profitable operation and paid dividends,
even in the long period before the railroad itself could begin to produce
dividends.

During this time, the railroad had begun operations, and in April 1837,
a nine mill strip of road was completed and a Baldwin locomotive was oper-
ating on the track. Shortly thereafter, a party of dignitaries took a "ride
on the railroad for a few miles from the vicinity of the city." In August of
1837, the first bale of cotton was brought into Savamnzh. [17]
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By mid-1838, trains were running regularly along twenty-six miles of
track, and by the end of that year, the trackage had doubled and the amount
of cotton hauled was increasing rapidly. [18] In the harvest season of
1839, passenger traffic had reached respectable proportions, and the road
was ''overrun with freight." [19] The road was finally proving itself to
be a great success. '

The increase in freight called for more rolling stock. By 1840, the
Central of Georgia owned seven engines, five passenger cars, and sexty-seven
freight cars. [20] TFive of the engines were from the Baldwin Works; two were
from the Rogers, Ketchum and Grosvenor works in Paterson, New Jersey. The
company had forty-eight general "burthen" cars, nine of which hauled lumber
and the rest were platform cars. [21]

One of the main problems encountered in the later stages of the construction
of the roadbed was rain. In March of 1840, floods inundated the line for
elghty miles, along the flats of the Ogeechee River. The skirts of the road
were seriously damaged, but ten days later, the trains were again running
regularly. It was at this juncture that the chief engineer decided to plant
"Bermuda" grass to hold the soil of the roadbed. [22]

The freshet that followed the meXt spring, was even more destructive.
. Some one hundred and twenty-five miles of the road was damaged by waters
that swept away small bridges, culverts, and embankments. Traffic was
stopped west of the Ogeechee River, for six months. [23] In the spring of
1841, L. O. Reynolds estimated that the rains had caused $56,000 in damages
and had threatened to ruin the road. In 1843, he then stated that the total
cost of the 1841 freshet was $68,000. [24]

The second major problem for the railroad builders was illness among
the workers. An epidemic swept the crew, while working on the span between
the Oconee River and its surrounding swamps. Plagued with "swamp fever,"
the men were rendered unfit for work, and no other replacements could be
found to work in this contaminated area. For the next two years, until the.
comp letion of the road, fever was a constant companion to the construction
crew. In fact, just when completion of the line was in sight, W. W. Gordon,
who had done more than anyone else to make the Central a reality, succumbed
to the fever and died in March 1842. [26] Mr. Revynolds said that the in-
fectious condition of the area was due to the "low ground of Wiliamson's
Creek."”" [25]

Richard R. Cuyler was Gordon's successor, and, like Gordon, had been
associated with the Central, since its inception. He had served on the
committee to solicit stock funds, in 1835, and in December 1835, had been
appointed by the Mayor of Savannah to a committee of nine, to visit
Milledgeville to lobby for charter amendments. He had also served on the

. commission to supervise the organization of the Central of Georgia in March
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and April of 1836. During that time, he was made cashier of the Central
Railroad Bank and served at that post until Gordon's death. [27] Therefore,
he was quite familiar with the financial problems of the Central, that
would beset it in the 1840s.

The Central of Georgia was built in the midst of the Panic of 1837. Just
when the construction was beginning, the panic hit. Railroad tickets or
vouchetrs had been issued to relieve the shortage of small specie. [28] The
rising cost of labor was also aggravated by the Seminole War in Florida.

These unfortunate circumstances were monumental to the directors. They in-
vited the Savannah city council to appoint two persons, who with two directors
and a representative from Macon, should look "into the current expenses of
the company, with a view to the reduction of them." [29] But in late 1837,
when stockholders were requested to pay in their final installments on

stock, a severe depression set in, causing work to slacken. [30]

The fall in cotton prices in 1840, combined with freshets, financial
panic, and disease, brought the company to the edge of a collapse and work
almost came to a standstill. [31] By November of 1841, cotton prices were
at starvation levels, and it seemed like it mattered little that the road
would be completed. [32] The price of Central stock plummetted to $20 per
share ($100 being par value). The only positive aspect of the whole situation
was that the planters were willing to contract out their slaves and sell
their timber very cheaply. [33]

The monetary crunch was so severe, that the method of paying contractors
had to be altered. In 1839, two years after the work had begun, contractors
were being paid twenty-five percent cash and the remaining seventy-five
percent in stock. By 1841, depression, cotton crises, and floods had forced
the company to start paying contractors in bonds only, for work west of the
QOconee River. [34] Such was the financial condition, when R. R. Cuyler became
president.

Cuyler also had a mandate to complete the road to Macon, as soon as
possible, so as to obtain a connection with projects in Tennessee. Consequently,
the new president made a special offer to two contractors, Rovert Collins and
Elam Alexander, to hasten completion. The offer was that if the two contractors
would hasten their own work and take over the work of the other contractors,
they would be paid at a twenty percent premium rate over the present contract
prices. Extra hikes would be forthcoming, if the road could be completed by
1 July 1843. [35]

Although the deadline was not met, on 13 October 1843, the first train
steamed to the east bank of the Ocmulgee River, opposite Macon, [36] and
a barbeque and reception were held, in which the city and rialroad officials
toasted the completion of the longest continuous railroad under one management
in the world. [37] ‘
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In spite of financial and climatic setbacks, the Central of Georgia
had reached its goal. Ten years after the citizens meeting, which sent
"~ delegates to Milledgeville to secure the first charter, and just seven
years after construction had begun, Savannah had finally finished a
railroad that would tap the piedmont country of Georgia. Altrhough times
were still bad economically, the stockholders remained optimistic. The
191-mile road had been built for only $2,581,273, only $281,000 more than
the estimated cost. The bonded debt of the Central, upon completion, was
$700,000, and this debt was being paid off, as the bonds matured. The
company's credit improved the stock rose to par value, a few months after
completion. [36]

Low cotton ptices and the collapse of the rocad north of Macon depressed
the earnings of the company, for the next three or four years. But these
appeared to be only temporary problems. In general, the road appeared to
have a prospercus future in serving the State of Georgia, and later, the
South Atlantic community. '

The old terminal in Savannah is the only totally extant facility of its
1850 vintage and one of the best ever built. The fact that it was built
according to a pre-determined plan also makes it somewhat unique. This
terminal is definitely a national historic landmark, because of its complete-
ness. The city of Savannah and the Nation should preserve this area because
of its significance in rallroad pioneering.

The Central of Georgia and its branch lines have provided a continuing
historical function in the general development of the Southeast.

General Lay Out of Central of Georgia, Savannah Terminal

In 1850, the general plans for the railroad facilities at Savannah were
drawn up by William Wadley, then Superintendent of the Road and later to
become its President. [39] Contemporary sources compared the Central's layout
to Boston, Detroit, Pittsburgh, and Baltimore and found the Sawvannah facility
to be among the largest and the best planned for complete service to freight
and passenger traffic as well as maintenance. It was said to be superior
in its capacity, convenience and elegance. [40]

The Savannah Terminal was located originally upon a property of 35 acres,
situated in the southwestern portion of the city of Savannah on West Broad
Street. On the northern side of the freight year is the "up" freight house,
built of brick, 800 by 63 feet which adjoins New Street through a long range
of wide doors. On the inner side, next to the yard, the freight passes again
through doors onto the cars. [41] )

At the head of the New Street Warehouse, fronting on West Broad Street,
are the general offices of the company known as the "Gray Building." On
the south side of the "Gray Building" a large court for carriages stood
until 1887, when the '"Red Building" was erected. Beyond this court on West
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Broad Street is the passenger depot site not to be completed until 1860.
On the extreme south side of the freight yard was the down freight house,
325 by 40 feet (not extant). [42]

Through the center of the vard are six parallel tracks, and on each
side, near the outer ranges of buildings were three other parallel tracks,
in all making over three miles of track in the yard alone in 1855. The
outer tracks were for the unloading of cotton; there was room for over
20,000 bales in wooden sheds. All of the tracks were connected by transfer
tables or sliding sections, giving every facility for moving entire trains
to any point in the vyard. [43]

The whole of the freight yard is surrounded by a high brick wall except
on the western side. The next division of the station was the motive power
department. This is the area bounded by Jones, Railroad, Boundary and
West Broad Streets. The principal bulldings in the area are ranged-on the
southern and eastern sides of this yard. They are as follows:

One circular engine house of brick, 250 feet in diameter,
and containing 40 stalls or pits, with water pripes on each
track for filling tenders. This building has an iron roof,
around the circle in which the engines stand, the center
being left open. The floor of the building is laid with
brick pavement, and the imner cornice and roof rest on cast
iron columns. [44]

Adjoining this building on the south side is the machine shop,
160 by 63 feet, lighted with large windows on three sides,
besides a lantern in the iron roof. This is certainly one of
the finest repair shop rooms in the United States. It is 18
feet deep in the walls, the roof, as those of all the adjoining
buildings, is of corrugated iron, with round iron tie rods,

and is made by Messrs. A, Whitney & Sons, of the Philadelphia
Car Wheel Works. The shafting, — heavy lines being hung on wall
hangers, and the counter shafting from the roof, is made by
Bancroft & Sellers, of Philadelphia. The work benches are the
best we have seen, having a solid hard pine top of & inches
thickness for their whole width heing closed up in front with

a sloping woodwork sheathing, like a grocery counter. This
prevents the collection of old sc¢rap, dirt and rubbish under
the benches. [45] (See Map #1)

On the north east corner of the machine shop, is the copper
smith's shop, 76 by 51 feet on its longest sidegs. In the opposite
angle is the Boiler smith's shop, 42 by 58 feet on its longest
sides. Adjoining the south east corner of the machine shop is

a building of about 75 by 40 feet, 50 by 40 of which form the
pattern shop and the rest the general office and store room. [46]
(See Map #1) '
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The Blacksmiths' shop, 160 by 40 feet, forms an L to the machine
shop. The forges are clogsely ranged on both sides. The room is
well lighted and ventilated. All the road iron work as well as
forging for engines and cars is done here by which 1t can be
inferred how actively this department is employed. In the rear
of the Blacksmiths' shop, a long row of vaults is built into the
slope of the street, giving convenient and excellent storage for
iron, coal, etc. [47] (See map #1)

Next to the blacksmiths' shop is the engine house, of ornamental
architecture, and about 60 by 35 feet. The engine room is 40 by
20, the boiler room 40 by 13, and the pattern room which is in the
rear, about 35 by 20 feet. [48] (See map #1)

The great chimney stands in the yard, between the engine house and
Blacksmith shop. It is 123 feet high. Its design is ornamental

and most original. Its form is polygonal, or many sided, giving

it the appearance of a fluted circular column. Around the base

are projecting buttresses, forming cells between them, These cells
have each deep vaults between them, and are appropriated as privies
for the men. Upon the top of these cells, or of the buttressess
which form them, is a cast iron tank, holding 40,000 gallons. The
outsides are panelled richly ornamented. It must be understood that
this tank encircles the great chimney shaft. The chimney top is
laid up 4in ornamental brick-work, and is surmounted with a heavy
cast-iron cap. This chimney draws smoke from all the blacksmith,
coppersmith and boiler shop fires, as well as from the boiler of

the stationary engine. The water pumped into the tank goes to supply
the tenders, Every stall in the engine-house has a pipe and valve
for filling the tenders. [49] (See map #1)

Extending beyond the stationary engine house is a brick shed for
storing lumber. This is 83 feet long and reaches to the carpenters'
shop beyond., From the front of this shed, a roof is carried out

on brick columns for 63 feet, into the yaxrd, This forms a sort of
arbor, under which is placed a large Daniel's planing machine, for
dressing sills and caps for cars and other similar work. [50] (See
map #1)

The carpenters’ shop is the last building of the entire ramge. It
forms nearly three sides of a hollow square, Its outward faces

being respectively, 190, 218, and 140 feet in length, This great
shop comprises all machlnery, and facilities for building, repalrlng ’
and painting cars of all kinds. [511 (See map #1)
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In 1855, the Central's Savannah Terminal was a striking sight. The
buildings were new, and of fine architecture and arrangement, well lighted,
well ventilated, and well arranged, an with roofs of iron. They were not
put up plecemeal, but put up together to form collectively, a completed
and symmetrical whole. The cost of the facility in 1855 was well over
$300,000. When machinery, land, etc. are included the total cost was over
$500,000. The station was described as " . beautiful and complete . . .
fbut] . . . mot . . . extravagant." [52]

In 1855 in all the departments of the Savannah station over 550 men
were employed with a monthly pay roll of $20,00. When the establishment
became completed the facility employed around 800 men. [53]

PHYSICAL PLANT OF THE CENTRAL OF GEORGIA RAILROAD'S

Savannah Terminus

"Chimney, Tank, and Privies" = Central of Georgia

The large chimney that towers over the terminal facilities of the Central
of Georgia is a monument to engineering skill andworkmanship. Built in 1835
by Mueller and Schwaab of Savannah, the structure has endured virtually un-
scathed for well over one hundred vears. The firm of Mueller and Schwaab
designed the stack as well. [54] Recently, it narrowly escaped the wrecking
ball merely to get its Savannah Grey brick. '

The brick chimney stands 123 feet high and has a foundation extending
10 feet below the surface of the ground, supported by 120 piles. It is
surrounded at its base by a tank 14 feet high with 16 handsomely moulded
panels made of cast iron by "Wm. Rose'" of Savannah. Gracefully proportioned,
the chimney is 24 feet across at its base, and 3 1/2 feet in diameter on the
inside at the top. Benjamine F. Armstrong of Savannah was responsible for
the masonry work. [55]

Upon completion of the chimmey, William Wadley, then Superintendent and
later President of the Central of Geotgia, Benjamin F. Armstrong and a few
others went to the top of the stack before the scaffolding was removed and
celebrated the event with a bottle of champaigne in 1855. [56] Overlooking
the city on top of the chimney must have provided a breathtaking view for
the piloneer railroad men.

At the base of the chimney, the brick work is ventilated for structural
and thermodynamic purposes. These vents were provided with wooden doors and
the workers in the yard used them as privies.
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"Machipe Shop' - Jones Street

This two story structure was erected in 18535 by Mueller and Schwaab
of Savannah. [57] The brickwork is by Benjamin F. Armstrong also of
Savannah, Georgia. [58] The gothic castellation around the roof is
similar to the motif on the '"Cotton Yard" fence. The building was used

for repair work mostly.

The building is in an advanced state of decay. The second floor is
¢rumbling and the walls are the only sturdy part of the structure left.
The roof is falling down. To say the building is unsafe would be an

understatement.

"Blacksmith Shop'" ~ Jones Street

Completed in 1855, the "'Blacksmith Shop" or Machine Shop is a one
story structure of brick. [59] The arched dooiways give it an architectural
affinity with the rest of the facility. The building was designed and built
by Mueller and Schwaab of Savannah, and the brickwork is by Benjamin F.
Armstrong. [60] This is probably the earliest of the buildings in the
maintenance area of the Central yard. [see map #2)

The brickwork and the trusswork link it with the buildings immediately

adjacent to it. This building has suffered some damage to its walls and
the roof is rapidly deteriorating frpm weather and lack of maintenance.

Central of Georgia Worker's Houses - Jones Street Area

This area developed in the 184Q0's and 1850's along with the railroad
yard. The cottages are of the Cape Cod and Row type. TFew survive today,
but those that do are in fairly good condition. Most of the wood frame
dwellings have burned so the houses that do still stand are stone or
brick with a few wood frame buildings left. Essentially, it 1s an in-
dustrial village.

Boilersmith, coopersmith, and Pattern Room with Offices

This is on the north east corner of the "Machine Shop.'
shop is 42 by 58 feet, the coppersmith's shop is 76 by 51 feet, and the ad-
joining these structures is a building 75 by 40 feet, 50 by 40 of which form
the pattern shop with the remainder being used for office space. [61] The
masonry is by Benjamin F. Armstrong, and the designer and builder is Mueller
and Schwaab of Savannah, Georgia. [62]

The Boilersmith's -
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The building was considered to be one of the most completed and efficient
shops for its vintage. The fact that it was designed and built to support
the other repair facilities makes it somewhat unique. The building is rapidly
decaying.

"Roundhouse'" - Jones Street

Finished in 1853, but modified subSequently to suit the needs of the
Central of Georgia, the '"roundhouse'" is only partially extant. The part
that survives has been altered or torn apart. The firm of Mueller and Schwaab
designed and built the structure and Benjamin F. Armstrong did the original
masonry. [63] In all probability, this building is the most significantly
altered structure in the whole facility. Most of the original brick is gone.

The cement and reinforced concrete portions of the "roundhouse" are
obviously later additions, but the remains of the iron roof may well be
original. [64] The remains of this structure draws its historical merit
from association with the rest of the maintenance facilities. As early
as 1856, the "roundhouse' was slated for expansion so the building has
changed over the years.

Engine house, Boiler room, and Pattern Shop

Built in 1855, this building is adjacent to the Blacksmith Shop. It
was constructed by Mueller and Schwaab of Savamnah, Georgia. The masonry
is by Benjamin F. Armstrong. [65] It has an interesting gothic ornamentation
around its roof line. The Engine house is 60 by 35 feet. The Boiler room
is 40 by 13, and the pattern room, in the rear is 35 by 20 feet. [66]

This structure is decaying; it is deterdorating from the weather. The

building has suffered some structural damage alsc. It may be torn down in
the near future.

Carpenter's Shop, brick shed, and Wash room

This building was finished in 18535, it was bulilt and designed by Mueller
and Schwaab of Savannah, Georgia. The masonry was done by Benjamin F. Armstrong.
[67] This building is in the southwestern quandrant of the motive department.
It forms nearly three sides of a hollow sdquare. The exterior walls being
190, 140 and 218 feet in length, respectively. [68]

The building is still extant, but in some disrepair. A portion of it
is being used by a lumber company for storage. With other buildings in this
area, it forms a complete complex, perhaps the most complete and unified
complex of railroad maintenance shops of the period still extant. This shop
contained all facilities and machinery for repairing, building and painting cars.
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New Street Freight Warehouse - Behind Gray Building

Erected in 1853, the New Street Warehouse is one of the oldest structures
in the yard today. Consttucted by Mueller and Schwaab of Savannah, the
masonry is probably by Benjamin F. Armstrong. [69] The building is 800 by
63 feet. On New Street this building is entered by a large rnage of doors
through which freight can pass to the cars. The opposite of the New Street
entrance (the South side) 1is where the cars were loaded. [see map #3)

Located behind the Gray building, this warehouse adds to the historical
aspects of the Central's Savannah Terminal area. The building is in good
shape, and it appears to be safe from destruction. Altermative uges for
it are being discussed.

"Produce Freight House" — West Broad Street

Completed in 1859, the "Produce Freight House" was 600 by 38 feet (fifty
feet of it being two stories high, for storing provisions, tools, etec., for
repairs of the road). [70] The designer and builder was Mueller and Schwabb
of Savannah, Georgia. [71]) This building is the one of oldest extant warehouse
on the property and is tentatively scheduled for demolition by the Southern
Railway System.

It is in back of the "Red Building" (233 West Broad Street) which is
also supposed to go in the near future. The interior is brick archwork
with a "Howe" type trusswork for roof support. The building is of definite
historical value when assocliated with the rest of the buildings in the facility.

"Gray Building" - 227 West Broad Street

Finished in 18536, this structure is one of the soundest and elegant
of all American early railroad office buildings. The portice with Doric
colums makes it in the Greek revival style. The interior is very ornate
in certain rooms containing the "original Fireplace," first floor, a plaster
panel in the ceiling of the pediment over the entrance, and the original
plaster rosette in the ahll of the second floor ceiling, second floor,

Used as an office building continuously from its completion, the structure
is still very sound and useful today. It provides a note of elegance and '
taste to- the functiconal and commercial buildings that surround it. No doubt,
this was the intention of the directors in erecting such a building. The
maintenance and use of this building should be insured by the Southern Railroad
because of its higtoric and architectural merits with regard to the history
of railroading. It was designed and built by Mueller and Schwaab of Savannah,
Georgia.
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"Red Building" Central of Géorgia Office Building - 233 West Broad Street

This is a large three story, red brick, structure erected in 1887. The
ground floor is of granite, and there are dormers on each side. Romanesque
influences can be seen in the arched doorways and windows. The building was
constructed to accommodate the expanding clerical staff of the Central of
Georgia. When complete, the total cost of the "Red Building" was estimated
to be $30,000. [72]

This bullding is, generally, in the late Victorian style and it is
adjacent to the "Gray Building" on the one side and the castellated "Cotton
Yard" fence on the other. Unfortunately, THIS BUILDING IS IN DANGER SINCE
NO ONE RECOGNIZES ITS ARCHITECEURAL MERITS. In the general terminal setting,
it provides a link between the older, original structures and the architectural
motifs used in the late Nineteenth century by railroad lines. [73]

This 18 probably the most endangered structure of the whole original

terminal facilities of the Central of Georgia. Some use should be found
for this fine building.

'""1853 Brick Archway' -~ Southernmost on West Boundary Street

Erected in 1852, this archway over the Ogeechee Canal was designed and
built by Mueller and Schwaab of Savannah, Georgia. The masonry work was
done by Benjamin F. Armstrong of Savannah. [74] The "1853" four span archway
is the one constructed and used as the mainline of the Central of Georgia
for well over one hundred years.

0ld Savannah Grey bricks, measuring three inches by four inches by nine
inches, were used throughout this structure. The mainline or "1853" bridge
archway is designed with elliptical arches. The "1853" bridge is 149 1/2
feet in length and 42 feet wide. Each of the four spans of the archway is
30 feet wide, and the clearance from the crown of the arches to the original
ground line is 15 feet and 2 inches, [75]

The retaining walls of the bridge over the mainline are significant
pileces of work in themselves, especially the one on the east end, south side
which is. 548 feet iIn length. It runs from the wing wall and abuts the parapet
and retaining wall of the passenger station train shed. The other retaining
walls average about 60 feet. The coping of the main bridge is Vermont red
sandstone. [76]

This is an imposing and sturdy structure. Used until a few years ago,
the mainline bridge carried fourtimes the original weight that it was buillt
for with no visible or structural evidences of deterioration. The three little
archways between the larger archways provide drainage for the structure. [77]

This archway 1s but another example of the enduring quality of all the
brick structures erected by the Central of Georgia. Occasionally, the highway
department thinks about tearing this structure down since it inhibits trucking
along U. S. Highway 17A, but the structure does not appear to be in any
immediate danger. '
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"1860" or '"Dooley Yard Archway" - Northernmost Archway, West Boundary Street

This archway spans the 01d Ogeechee Canal on the Dooley yvard lead between
warehouses 11 and 12 at the rear of the "Red and Gray Buildings." It was
constructed in 1859 by Mueller and Schwaab of Savannah, and the masonry was
done by Benjamin F. Armstrong of Savannah. [78]

Three by four by nine inch Savannah Grey bricks were used throughout the
structure. The bridge is a series of four arches, and they are segmental in
style and construction. The Dooley yard lead is 242 feet long and 30 feet
wide. The "186Q" bridge, in addition to being longer than the "1853" archway,
has larger arches. These arches measure 48 feet and four inches, and the
clearance from the crown of the arches to the ground line is 17 feet.
Retaining walls for the Dooley bridge are about 35 feet in length. [79]

The lapse of time has only added to the rugged beauty of this structure.
For several years before its construction, the Central of Georgia management
contemplated putting up an iron span but to preserve the esthetic qualities
of the terminal facilities, a brick archway was finally decided upon even
though it cost more. This archway like the earlier one spanning the same
canal was used for over hundred years without strengthening in spite of the
fact that the tonnage of the Central of Georgia's locomotives increased over
four hundred per cent. [80] '

"Cotton Yard Fence' - West Broad Street

The towers that used to support the massive gates to the "Cottom Yard"
of the Central of Georgia were erected during the Civil War for security
reasons. [8F] The wall itself was erected in 1855 by Mueller and Schwaab
of Savannsh, and the masonry is by Benjamin F. Armstrong. [82] The towers
housed the gate keepers who kept an eye on all the traffic passing in and out.

These gates on West Broad Street were finished in 1867, when the castel-
lation was added. [83] The gothic motif probably was meant to go along with
the brick archways and the Italianate features of the Passenger Depot. These
arches are striking examples of railroad architecture. They add to the historical
and architectural uniqueness of the facility.

Analysis of the Station Plan of the Central of Georgia

The passenger depot and train shed of the Central of Georgia are basically
of the head type in design. [84] That is, arrival and departure took place
in a single building across the end of the tracks. Similar to other statioms
of this period, the Italian Villa style with roundheaded arches make this
Station plan of architectural significance since it is a good example of this
kind of early planning and architecture. [85]
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The main idea behind these interpretations and stylistic lables of
Ttalian villa or gothiec style was not scholarly accuracy but, as in Europe,
to invest the architecture with the reassuring garb of traditional forms.
The gothic form was rarely used in America in the 1850's and the Central
of Georgia complex is one of the finest examples of this twend.

Train Shed - West Broad Street and Louisville Road

Built in 1860, the train shed is West of the Passenger Depot. It was
constructed by Mueller and Schwaab of Savannah, The masonry work is by
Benjamin F. Armstrong of Savamnnah also. [86] The trusswork of the train shed
is unusual; it is not the Howe. type and there appears to be no other design
such as this used elsewhere. The trusswork gave the Central of Georgia
engineers trouble for ten years after its completion due to its unusual
design. However, once it was in place and secured properly, it has caused
no problems. [87]

The structure has a wooden roof and brick romanesque arches on the North
and South sides. The iron gates on the South side are particularly notable.
The train shed is essentially the same as it was when it was built over a
hundred years ago. It is hoped that the Savannah Chamber of Commerce will
not alter this structure significantly, when it completes its renovation of
the Passenger Depot.

"Pagsenger Depot' - West Broad Street and Louisville Road

Erected in 1860 but not in use until 1865, the "Passenger Depot" is a
two story structure of red brick. {88] Pilasters ornament the entrances
facade to the building, and its windows are arched. These features give it
an eclectic appearance of Greek revival and Italianate styles. Of course,
the western side of the "Passenger Depot" is bordered by the train shed.

Due to the Civil War, the glass and othermaterials needed to complete
it were not available so the structure was boarded up to prevent it from
" deterioration. [89] The structure was used as a passenger station for over
a hundred years, and it recently was acquired by the Savannah Chamber of
Commerce to be remade into a Welcome Station. The interior of the building
has been gutted and vedone while the exXterior remains essentially the same.
Often, the building is said to have had columms on its entrance facade or
meant to have them, but there is no evidence to substantiate this assertion.
Probably, Benjamin F. Armstrong was the mason, and Mueller and Schwaab the
designer and builder. Both of these firms were Savannah based.
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William M. Wadley and the Development of the
Central Railroad of Georgia*

by Donald Grinde

Few historians realize how closely the life of William M. Wadley
and the growth of the Central of Georgia are related, William W. Gordon
and Richard R. Cuyler are the usual names that scholars associate with
the early development of the Central. But Wadley's influence on the
Central also began in the construction stage in the late 1830s and ended
over 40 years later when he died in the presidency in 1882. [1] One
could easily say that William Wadley and the Central of Georgia grew
up together since he worked for the Central most of his life.

William Wadley came penniless to Savannah in the 1820s. He left
New Hampshire as a young man of 19 to work on the construction of Fort
Pulaski. He was resourceful and hardworking so he gradually wotrked his
way up from blacksmith to engineer on the Pulaski project. [2] The years
Wadley spent at Fort Pulaski proved to be an ample apprenticeship for
the engineering projects he would undertake for the Central of Georgia.

In 1837, Wadley began the Central's first bridge across the Ogeechee
Canal just west of Savamnah.. Upon completion of the bridge at Savannah,
Wadley was awarded the difficult Oconee bridge contract in 1840. [3]
While working at the Oconee River just above Williamson's Swamp Creek, he
operated a very profitable Blackmsith shop and brickyard. Both of these
operationsg furnished Wadley with construction materials for bridge
masonry and with iron chairs for joining the raile. [4] "Swamp fever"
delayed the final completion of this bridge until 1844, -although trains
were running over the bridge in 1843. [5] These dealys were costly not
only to Wadley as a private contractor but also to the Central. Chief
Engineer, L. O. Reynolds, complained that " . . . the almost universal
prevalence of fever among men, renders them unfit for duty, and it is almost
impossible to employ others to take their place.” [6] With this environ-
ment, work sometimes proceeded at a crawl on the Oconee bridge.

But Wadley made a favorable impression on the management of the
Central while he was at the Oconee project. When he completed the bridge
and the road was opened for regular traffic in 1844, Wadley was made one
of the four contractors to perform maintenance and repairs upon the roadbed.
This contract maintenance procedure was abolished almost immediately as
unworkable, and Wadley was given a salaried job with the Central in 1844
as superintendent of maintenance. [7]

*The author wishes to thank the Historic American Engineering Record, an
agency of the National Park Service, for a gummer
research grant that made this study possible. Also, he is indebted to
the late Walter Hartridge, distinguished historian and fellow Savannahian,
for aid and encouragement in this project.

'
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In 1349, Wadley became general superintendent of the Central and
set out to introduce substantial changes in the roadbed. TFor instance,
he believed that the river and swamp waters needed more room to go
underneath the troublesome Oconee bridge so he stopped the former general
superintendent's policy of filling-in areas around the bridge. Instead,
he extended the lattice bridge and added substamtial brick foundations
to the structure also. [8] '

Also, it was Wadley who re-introduced the T-rail and speeded up
replacement of the place iron rails. Similarly, he replaced the old
light T-rail with the heavier 43 and 52 pound T-rails. The whole
conversion process to a heavier T-rail was completed shortly before
the Civil War. [9]

By the 1850s, Wadley was using re-rolled rails. After experiencing
difficulties in procuring English iron, he started buying rails from
American mills and accepting their offers to re-roll old iron. [10]

The results were quite satisfactory, according to Wadley.

The timbered superstructure of the railroad was a much more vexing
problem for Wadley. The superintendent laid the ties four feet apart
rather than eight feet and tried to lay the rail directly on the ties
without using the string pieces. This process proved unworkable because
it was labor intensive and the joints depressed as equipment moved over
the tracks. [11]

In another change involving the timbers, Wadley was more successful
but also more controversial. In the 1850s, the young superintendent
directed that not only could the stringers be raised above the earth
but also they could be smaller and sawed rathetr than hewn. These changes
cut costs but produced a controversy.

From 1840 to 1860, stringers and ties were purchased from landowners
along the route of the Central. 3Since there were few sawmills, ties and
string timber were hewn and taken to a depository along the road. But
in 1850, Wadley advertised a contract for sawed stringers specifying
that the contractor be able to furnish materials for at least half of
the road for a period of five years. Subsequently, a contract was awarded
to D. R. Wadley for five years to furnish stringers for the entire road.
D. R. Wadley was William Wadley's brother, and he operated a sawmill with
two other brothers. [12]

Awarding the contract touched off protest from suppliers in Effingham
and Screven counties. In the fall of 1850, a group of timbermem brought
pressure on the Central to have the new contract system reviewed at a
stockholders committee. The suppliers of timber felt that Wadley should
not have contracted with one company since it did not distribute the bene-
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fits of the road evenly. Similarly, they stated that insufficient notice
was glven for sawmills to be built. The timbermen also argued that the
smoother hewn timbers were better than the coarse sawed wood. Lastly,
they asked that contracts for the lower half of the road be awarded to
the local citizenry. The matter was examined by the committee, and in
June, 1851, William Wadley's decisions were vindicated. [13]

However, the suppliers to the Central continued to be disgruntled
with Wadley's system of awarding contracts. They accused him of using
his office with the railroad to subsidize the profits of this lumber,
brick, and iron works. [14] Wadley countered this by stating that he
was interested 1in developing efficient suppliers at the lowers cost
through these contracts and that they were awarded fairly. [15]

Wadley's most significant impact on the Centtal's management during
his superintendency was the development of a uniform system of road
maintenance. Slavew had been used on a contractual basis since the road
was completed — 1844, but Wadley altered this sytem by using Negroes
directly under Cnetral section masters. Even though it cost more ini-
tiglly in the early 1850s, Wadley felt that this system was best. On
the eve of the Civil War, the Central owned slaves in its own right.

The total amount invested in slaves by 1860 was $58,863, and the figure
quadrupled during the War Between the States. [16]

Other improvements in the road were the result of the ravages of
nature. A freshet in 1852 washed away the trestle at the Macon bridge
and severely damaged the Oconee bridge. The solution to the flooding
problem was to elevate whole sections of the road between the Oconee
River and Macon. [17] '

Perhaps Wadley's most enduring and historic contribution to the
Central was the planning, development, and building of the railroad
station and yard at Savannah. Contemporary reports as early as 1855
praised the station for being ome of the ". . . most complete and elegant
railroad stations in the country . . ." [18] Located in northwestern
Savannah on New and West Broad Streets, the station and yards comprised
about 35 acres and over a dozen buildings. The structures were described
as being of

.« o« . Fine architecture and arrangement, well lighted,
well ventialted, and every way well arranged, the roofs
of iron, and when it is considered that they have not
been_put up piecemeal, but that they form collectively
a completed and symmetrical whole, we doubt candidly if
any other station can be found in the country which can
equal this. [19]
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The total expenditure for the entire station complex was a little
over $500,000. While this was a considerable sum and the station was
beautiful and complete, there was not one feature considered to be
extravagant. Under Wadley's superintendency, the employment at the
Savannah station was over 550 men with a monthly payroll of $20,000
in wages. An observer of railroads commented that this size payroll
was indicative of the great business of the ". . . Georgia Central

road and of the enterprise and energy with which it is conducted.” [20]

As the Central railroad yards were nearing completion, Wadley left
his job.as superintendent in 1857 to oversee construction of the New
Orleans, Jackson, and Great Northern Railroad in Louisiana. [21] The
Panic of 1857 bankrupted this road, and he went to work as superintendent
for the Southern Railroad (Vicksburg to Meridan). Later, he became
president of the Vicksburg and Shreveport on the eve of the Civil War.
In the early part of the War Between the States, President Jefferson
Davis appointed Waldey Colonel in the Adjutant General's Department and
assigned him to direct trnasportation in the Confederacy. He did this
from November 16, 1862, until May 22, 1863, when the Confederate Senate
failed to confirm his appointment. Speculation has it that he was
guspect to the Senate because he was born in New Hampshire and had only
spent his adult life in the South. [22]

In the fall of 1865, Wadley was in Louisiana trying to salvage his
assets when he received a letter from John W. Adnderson, Chairman of
the Board of the Central. The letter urged Wadley to return to Georgia
and help rebuild the war ravaged road. As a result of the letter, he
journeyed to Savannah and found that he had been appointed as superin-
tendent of repairs. Moreover, the salary was only $3,500 per annum,
and the position was not to Wadley's liking so he declined the offer
and returned to Louisiana. [23]

In spite of Wadley's refusal to take a position with the Central,
many prominent people felt that Wadley was the man to rebuild the
Central. On January 4, 1866, the Board of Directors asked William
M. Wadley to return to Georgia and assume the presidency of the Central.
He accepted, and a new era of expansion began for the line. [24]

During Wadley's tenure as president (1866-1882), the Central enjoyed
its greatest period of expansion. The original 1%1 miles of track was
increased sevenfold by the conclusion of his administration. [25] The
motivations for this expansion were complex. Was Wadley concerned with
the "glories" of expansion or was the rela reason '"the struggle for
existence" in a competitive situation? In fact, increased cowmpetition
often mandated expansion in order to take advantage of new markets and
to stabilize the rate system.
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The sources of competition were not new to the Central in the late
1860s. Brunswick still sought state aid to build the Macon and Brunswick
as well as the Brunswick and Albany. Also, the Atlantic and Gulf anchored
at Brunswick and Savannah began to push further into Scouthwestern Georgia
in a bid to divert more traffic from the Central lines. [26] The Central
opposed state aid to these limes because it would ". . . divide business.” [27]

With the expansion of railroad lines and the resulting competition,
Wadley warned the stockholders that conflict was inevitable. Consequently,
he developed a policy of mostly plowing back profits rather than issuing
dividends. [28] Although Wadley was fiercely competitive, he also pru-
dently bought out some competing lines to assure traffic to the main stem
of the Central. This was the single most important policy of Wadley's
presidency.

In 1866, just two years after Sherman's March, the Central was again
lending its aid to tributary roads in Alabama. Although the Central had
no cash, it did lend its credit to the Mobile and Girard Railroad through
$250,000 worth of the line's bonds. Additional aid was continued for the
line since Wadley felt such a policy was necessary ". . . for the ultimate
security of the Company." [29] Many critics thought that his terms for

aid were too harsh because the roads assisted were contractually bound to

. make no connection or through rates either for
freight or passenger traffic except with the Central
railroad . . . until the bonds so be endorsed shall
be fully paid or cancelled. [30]

In 1869, the Central also faced problems in the State of Georgia.
With stepped up state aid, the Macon and Brunswick had reached Macon
in 1869, and the Atlantic and Gulf had purchased the Georgia and Florida,
completing a connection with Albany on the Southwestern. Increased
competition for traffic resulted, and Wadley offered three steps to combat
these rate wars. Initially, the Central should initiate gentlemen's
agreements about rates with competing lines. Failing in this, the lines
should be purchased. Finally, the Central should tighten its control
over roads already a part of the system. [31] Throughout the 1870s, the
Central was in and out of court pursuing these policies. Similarly,
cooperative agreements or "pools' were also used but only with measured
success.

In view of such competitive pressures, Wadley instituted a program
of gpending cash to obtain control over tributary systems. In the 1870s,
the Central expanded in three ways. First, it reestablished its steam
ship affiliation. Second, the management extended new lines westward
into Alabama. Finally, the Central promoted local feeders. [32]
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As a result of the Civil War blockade, the shipping connections of
the Central were severed. In 1866, Wadley began to subsidize a private
steamship line since a piedmont to ccast railroad needpd a north to south
route to market cotton. [33] But these subsidies were unsatisfactory
for the Central's purposes so the president purchased six wooden, side-
wheeled vessels for $600,000 in cash and bonds. William R. Garrison was
made New York Agent for the company. Eventually, a separate company had
to be created to comply with legal problems that arose with this purchase.
On October 26, 1872, the state legislature incorporated the Ocean Steamship
Company. [34] After the establishment of the steamship line, Wadley
predicted that it would handle 75 percent of the Central's through business
and be self-supporting, and his predictions were fulfilled. [35] By the
end of his presidency, the line was a great asset to the Central.

In 1868, the Central also began to extend new lines and services into
West Georgia and Alabama. Two riverboats were running on the Chattahoochee
and ¥lint Rivers. They fed the Central and were self-sustaining. [36]
However, four nominally independent railroads extending into Alabama cotton
lands were not as successful for the Central. Two of these roads extended
from Columbus, one from Griffin, and one from Eufala. All of these lines
were plagued with financial difficulties in the 1870s. These Alabama rail-
road lines were never really profitable during the Wadley era.

Wadley's success in the promotion of branch lines and short feeders
was a little better than his record of expansion into Alabama. In 1872,
the Central completed surveys at cost for the Louisville and Wadley, the
Sandersville, and the Talbotton Railroads. [37] Two other branch lines
were built as extensions of the Scuthwestern. These were from Fort Valley
to Perry and Albany to Blakely. The Fort Valley to Perry line was completed
in early 1873, while the Albany to Blakely road was not finished until the
mid-1800s. [38] While these lines strengthened the overall system, their
profitability was dubious especially in bad years. [39]

The last major expansionary efforts of the Central under William
Wadley were in the early 1880s, and they were designed to stem the rivalry
of other roads and interests. After the depression of the 1870s, many
marginal lines went into receivership, and the more important of these
roads were acquired by larger and more prosperous systems. Also, the new
competition after the Civil War involved the capturing of north-south
freight rather than channelling west-east freight to coastal ports. Of
course, the steamship line from Savannah to the North enabled the Central
to compete quite favorably for this traffic.

Three large syndicates, the Erlanger, Georgia Pacific, and the Louisville
and Nashville, began to move into the Central's territory in the 1880s. The
Erlanger syndicate, a German firm, acquired the Brunswick and Albany and
reorganized it into the Brunswick and Western with an eye to purchasing a
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western terminus in New Orleans. Likewise, the Georgia Pacific had bought
the Georgia Western which was building westward from Atlanta. The Georgia
had only recently come under the domination of the Richmond and Danville,
thus establishing firmly its north-south connections. Lastly, the
Louisville and Nashville was reaching down into Alabama with its eyes on
the old Atlantic and Gulf line to consolidate its interests. [40] .These
large systems clearly threatened the Central’s interests.

Basically, the independent and locally owned Central was engaging in
a new rivalry for large sections of the Southeast. Wadley and others
viewed with concern the encroachment of these new combines into the South.
Wadley and the management could resist or cooperate. In most Instances,
Wadley's choice was to fight.

* The basis for resistance to the large combines .as the Central's

acquisition of the Vicksburg and Brunswick and the Montgomery and Eufala
in 1879. Wadley bought these in his own name since the new Constitution
of Georgia (1877) prescribed that the Central own no other railroads., [41]
These two purchases were done to stop efforts by the Erlanger syndicate
to extend the Brunswick and Albany into Alabama. Similarly, the Montgomery
and Eufala was acquired to frustrate the efforts of the Louisville and
Nashville in Alabama. Wadley stated that the road to Montgomery was
strategic and that "if in the hands of parties whose interests were antag-
onistic . . . (the Central's) interests would not fail to suffer seriously."
[42] Consequently,'the Southwestern branch to Eufala had two extensions,
one to the capital of Alsbama and the other to Clavton.

As the coal and iron fields of Birmingham developed, the Central of
Georgia could either extend the Savannah, Griffin, and North Alabama or
build northwestward ffom Opelika. Although the former route was the most
feasible, the Central chose the Opelika route because it had purchased
the Opelika to Goodwater at a judicial sale on June 5, 1880. [43] Thus,
the Central was already well on its way to Birmingham.

While the Erlanger and Georgia Pacific interests still competed with
the Central in Alabama, the Louisville and Nashville and the Central were
drawing closer together in a symbiotic¢ relationship. As the overland
routes from the Northeast reached Atlanta and extended into Alabama, the
Central and the Louisville and Nashville came closer together to combat
a common foe. In January, 1880, the Louisville and Nashville gained
control of the Nashville, Chattanooga, and St. Louis. [44] This act
bound the two roads together since the Nashville, Chattancoga, and St.
Louis had leased the Western and Atlantic (Chattanocoga to Atlanta) and
effectively extended the Central into West Tennessee. [45] The external
threat of northern routes and interests moving into the Southeast caused
the Central and the Louisville and Nashville to form an alliance for
their mutual benefit.
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The Louisville and Nashville's victory over the Nashville, Chattanooga,
and St. Louis, caused its president, E. W. (King) Cole, to resign and turm
for assistance to the Metropolitan Bank and Seney interests in New York.
Cole wanted to establish a rail system to get supremacy from Tennessee to
the Georgla coast. He wanted to acquire the Macon and Brunswick, rival
to the Central, and weld together a string of lines from Rome to Brunswick.
In preparation for this onslaught on the Central, Cole had purchased
lesser lines in Tennessee and Virginia. [46] Both the Central and the
Louisville and Nashville viewed this activity with dismay.

Compelled by circumstance, Wadley acted with swiftness and daring.
He leased the entire properties of the Georgia Railroad. In April, 1881,
Wadley had asked the consent of the directors in the leasing arrangement,
but it was not forthcoming. [47] As Bryan Cumming, attornmey for the
Georgia Railroad, General A. R. Lawton, General Counsel for the Central,
and Wadley were leaving the Director's meeting, Wadley began to curse and
then stated that he would personally lease the Georgia Railroad. [48] The
three returned to the office and promptly negotiated a lease of the Georgia
Railroad to William M. Wadley. The lease stated that the Georgia Railroad
should rent out to the Central all of its transporting privileges. This
lease also included the Georgia Railroad's interests in other roads such
as the Atlanta and West Point, the Western of Alabama, the Port Royal
and Augusta, the Rome Railroad, and the Walton Railroad. Only the non-
railroad functions of the Georgia Railroad like the banking house and the
cotton presses were not -included. [49]

In September, 1881, Wadley summarized the transaction in glowing terms.
He stated that through the "friendly interposition of interested parties"
the Georgia, Atlantic and West Point, and Port Royal Railroads 'have been
brought into harmonious action with out road." [50] As a result, the
Central and the Louisville and Nashville were in total control of the major
rail lines from the Chio to the Atlantic. However, the spectre of Cole
and northern bankers still haunted the management of the Central. But for
the moment, the Central and the Louisville and Nashville had a monopoly on
the through business from the Midwest to the Southeast coast.

The bold stroke to lease the Georgia Railroad personally was the high
point of Wadley's 16-year tenure as president. Subsequently, the Directors
awarded him $12,500 for "extraordinary service rendered"” and the Louisville
and Nashville gave him a like amount ". . . in lieu of profits he might
have made as compensation for the risk involved" with regard to the Georgia

Railrocad lease. [51]

Late in 1881, the Directors of the Central established the office of
vice president for the benefit of the aging Wadley. This office was to
provide assistance to Wadley in managerial areas. Perhaps the Directors
sensed his weariness since he died the next yvear on August 10, 1882. [52]
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With Wadley's demise, an era in the Central's history was closed. Wadley
was probably the only person in the Central's history to have held a
position in every major function of the operation of the line. This
experience represented a lifetime of work and dedication to the road he
knew so well.

As railroad engineer, superintendent, and then president, Wadley's
contribution to the growth and development of the Central and the economy
of Georgia was quite significant. After helping to build the roadbed
and offering new ideas in that area, Wadley went on to design the station
and yard at Savannah. By many accounts, the Savannsh rail complex was one
of the best planned yards of its era. Wadley's idea to completely plan
the layout of the yard was both inmnovative and practical in an era when
expansion of railroad facilities grew without any ditection. The physical
layout of the Savannah yards stands as a monument to the knowledge and
foresight of an experienced and practical railroad man.

When Wadley assumed the presidency of the Central after the Civil
War, the road was a shambled. In 1866, the road consisted of a single
trunk line to Macon, a minority interest in the Southwesterm, and two
leased branches., Sixteen years later, under Wadley's aegis, the road
had been expanded to suit the needs of Georgia and the Southeast. More
important, the railroad financier and entrepreneur had made the Central
one of the few Southern roads holding its own against the encroachment
of the heavily financed systems of Europe and the North.

When Wadley ruled the Central, the road reached its peak in power
and prestige, The former blacksmith, Central superintendent, and director
of tramsportation for the Confederacy maintained the dominance of the
Central over the Southeast in spite of tremendous railroad growth in
the South. But times were changing by the end of Wadley's presidency.

Three factors played an important part in curbing the Central's power
and dominance, TFirst, the maturing of large northern railroad combines
in the South threatened the independence and markets of the Central in
the Southeast. Second, the advent of new management concepts changed the
nature of the Central, Conservative railrocad managers interested in
property as a long-term investment had to yield to new entrepremnerial
concepts which viewed the road as an object of wealth. TheSe men were
interested in immediate financial returns. Wadley avoided these ideas,
for the most part, during his presidency, but his death touched off a
struggle over immediate return on investment that took several years to
resolve. Finally, the end of the Wadley era saw the implementation of
effective state regulation of railroads. The Railroad Commission of
Georgia, created in 1879, began to enforce lower rates through a cost-
of-service mechanism. In the use of this principle, Wadley saw freight
tonnage increase but gross recepts did not increase proportionately.
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Increased operating expenses and maintenance costs alse cut into the
revenues of the Central. When Wadley complained about these procedures,
the Commission replied that the Central was over—capitalized. [53]
Subsequent legislation to regulate railroads in Alabama and South
Carolina as well as on the federal level created even more problems

for the management of the Central.

In view of Wadley's life long dedication to the Cemntral, the trans-
planted Georgian from New Hampshire contributed much to his adopted state
of Georgia. ©No doubt, he was committed to the economic development of
the Southeast as well as the furtherance of the power and wealth of the
Central system, Paradoxically, Wadley seemed wvery semsitive about the
incursions of northern capital into the South after the Civil War. This
is remarkable and admirable for a man of his background. He always
stood for economic self-determination in Georgia as well as the Southeast.
Northern capital, technological change, and increased govermment regulations
would alter the status of the Central in the future, but Wadley's legacy
of a strong and independent Central at his death remains as a testimony
to his abilities.

Today, only a menument in Macon and a town, Wadley, stand as a
memorial to man that did so much for southern railroading and the state
of Georgia. Even though his loyalty was questioned by the Confederate
Senate as director of transportation, Wadley mnever left the Scuth or
expressed bitterness over such slights. His role in the development of
the Central was lifelong, and he was involved in cirtually every facet
of the business of the road. His impact upon the Central and the eccnomy
of the Southeast was profound and pervasive. At the time of Wadley's death,
the Central of Georgia was one of the foremost rail systems in the South.
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DESCRIBE THE PRESENT AND GRIGINAL (IF KNOWN) PHYSICAL APPEARANCE

The landmark district is a 33.2 acre industrial site located roughly within a
rectangular property bounded by West Broadway, Jones, West Boundary, and New
Streets. The property encompasses most facets of the Central of Georgia Railroad
Company's Savannah Terminal facilities including the former administrative,
transportation, and engineering offices; the shop buildings of the motive power
department; freight warehouses and the former cotton yard. The passenger depot
and trainshed, completed in 1876 and 1861 respectively, are included as part of
this district, but already have been designated a national historic landmark
(December 8, 1976) because the shed is the oldest of the eleven surviving
long-span, trussed roof trainsheds in America. The district also includes the two
brick-arch viaducts carrying the Dooley Yard tracks and the main line tracks over
West Boundary Street and the Savannah and Ogeechee Canal. The descriptions of the
buildings and structures are organized by the functional breakdown outlined above
except for the depot and trainshed which were discussed in the 1976 nomination.

ADMINISTRATIVE, TRANSPORTATION & ENGINEERING OFFICES

A. GRAY BUILDING (1856):

"4' The first permanent office building for the Central Railrcad and Banking
Company (this name was changed in 1895 to the Central of Georgia Railroad
Company) was completed in 1856 on West Broad Street at the head of the Up Freight
Warehouse. The building was the corporate headquarters of the railroad and
housed its transportation and administrative offices. It is a two story,
rectangular, brick structure in the Classic Revival style, 9 bays long and 6 bays
wide, divided by pilasters, with a pedimented gable roof, and a full height
pedimental portico. The building is painted gray and continues to serve as
division offices for the Southern Railroad. The design is attributed to Augustus
Schwaab, who is thought to have been the architect, along with Martin P. Mueller,
of many of the railroad buildings in this district, but this has not been
definitely documented.

B. RED BUILDING (1887):

To provide more room for the administrative offices, clerical staff and
engineering department, the'Red Building" was constructed in 1887 in the Queen
Ann style by Fay and Eichberg, architects. It fronts on West Broadway at the
head of the 1859 Produce or Down Freight House and has an addition to the rear
completed in 1910. A vault projecting from the north elevation houses an
-extensive drawings and records archive which has been ‘donated to the Georgia X
Historical Society. The building is 5 bays wide and 12 bays long with 15
additional bays to the rear. The first floor is granite ashlar, and the second
. and third of red pressed brick. A pedimented dormer sits above an arched
’ stairwell to the second floor. The building is ornamented with terra cotta tile
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decorations, and the windows have colored art glass typical of the style and period.
The Red Building is vacant.

COTTON YARDS & FREIGHT WAREHOUSES:

C&D. UP FREIGHT (1853) and DOWN (PRODUCE) FREIGHT (1859) WAREHOUSES:

These two structures extend from the rear of the Gray and Red Buildings and
were one of the first structures to be completed in the passenger, freight, and
office area north of the repair shops. They are simple, one-story brick
structures, approximately 60 feet wide by 800 feet long, and 36 feet by 600 feet
long respectively. The buildings are.compartmentalized by fire walls, with wooden
trusses supporting the roof and large, wooden double doors leading to the freight
sidings between them.

E. COTTON YARD GATES (1856):

A long brick and wrought-iron wall facing West Broadway and broken by the

Cotton Yard Gates and gate keepers' houses, connect the Red Building and Passenger

Depot. Part of the original plan was to enclose the passenger, freight and cotten
vards with a brick wall for protection and controlled access. The wall on West
Broadway is all that remains.

F&G., MAIN LINE (1853) and DOOLEY YARD (1860) VIADUCTS:

The two viaducts span the Savannah and Ogeechee Canal and West Boundary
Street (U.S. Route 174). 3oth viaducts are constructed of Savannah Grey brick
and consist of four arch spans. The Main Line Viaduct has three-centered arches
of 35 foot span center to center of the piers and supported a double track on a
deck 38 feet wide; total length of the viaduct is 200 feet. The viaduct exhibits
decorative, semicircular arches in the parapet with a dentilated brick cornice
and red sandstone capping. The piers are relieved by brick pllasters with
semicircular arched openings in the spandrels that provide drainage.

The Dooley Yard Viaduct is composed of four shallow, segmental arches of
60 foot span center to center of the piers and also supported a double track
on a 31 foot wide deck; total length of the structure is 241 feet. The viaduct
exhibits high quality masonry work in the friezed cormice and parapet, the
projecting brick course that follows the curve of the arches, and the brick
rondels that relieve the mass of the spandrels. The arches rest on short piers.
enhanced by a pedimented motif.
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Design of the viaducts is attributed to Mueller and Schwaab, architects, and
the masonry was done by Benjamin F. Armstrong. Both viaducts were in use for over
one hundred years without strengthening, in spite of the fact that the locomotive
tonnage increased over four hundred percent.

The Savannah and Ogeechee Canal should be mentioned since it does form part
of the western boundary of the district and is an amenity itself. The canal is °
approximately 16-1/2 miles long and was built in the 1830s. It connected the two
boundary rivers of Chatham County, providing a safe, short water route for canal
boats hauling sea island cotton, rice, and lumbar to the port of Savannah before
the introduction of the railroad. It has been proposed that the canal be restored
as a scenic recreational area and wildlife refuge.

MOTIVE POWER DEPARTMENT

The Motive Power Department was located on 12.9 acres across Railroad Avenue,
south of the depot, administrative offices, freight and cotton yards. Its primary
funetion was the maintenance and repair of rolling stock with some capacity to
fabricate and repair right-of-way structures such as bridges. The Central of
Georgia, like other early railroads, was nearly self sufficient during its first
25 years. The company built nearly all its locomotives and rolling stock until
the 1870s when locomotive works, such as Baldwin of Philadelphia, and railroad car
companies, such as Pullman of Chicago, were able to manufacture locomotives and
cars more efficiently and sell them to the railroads at prices cheaper than if
they made them themselves.

H, COMBINATION SMOKESTACK, WATER TANK & PRIVIES (1855):

The focus of the Central's shop complex was a 123 foot tall combination
smokestack, water tank and privies. This unique structure exhausted the smoke
through underground flues from all blacksmith, coppersmith, and boiler shop fires,
as well as from the boiler of the stationary steam engine. Around the base are
sixteen projecting buttresses forming cells between them with deep vaults which
served as privies for the workmen. On top of the buttresses, a sixteen sided,
40,000 gallon water tank, made of decorative cast-iron panels cast by D&W Rose of
Savannah, encircled the chimney shaft. Water pumped into the tank supplied the
locomotive tenders and stationary steam engine boiler. The chimney also is
polygonal, giving the appearance of a fluted circular column with a decorative

- brick capital and a massive cast-iron cap which has been removed.
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I. ENGINE (ROUND) HOUSE (1926):

The original engine house, completed in 1855, was 250 feet in diameter, had
an open center with a turntable that serviced 40 locomotive stalls. In 1926,
the old roundhouse was demclished when a new reinforced concrete roundhouse was

"built enclosing 21 stalls, 18 of which were extended 43 feet to accommodate

increased locomotive sizes and a Whiting Electric Drop Table.
J. MACHINE SHOP (1855, 1878):

Adjoining the roundhouse is a 2-1/2 story rectangular building, 162'-7-1/2"
long by 61'-10" wide, with gable roof and a raised ventilating monitor. This
housed the machine shop where rough castings and forgings were machined and
finished on the first floor before being assembled on the locomotive. The second
floor, which was added in 1878, was used as the pattern shop and other light work.
Originally suspended by wrought-iron rods from the heavy timber roof trusses to
allow an unencumbered work area on the first floor, all of the second floor and
the roof have been totally removed. Portions of the timber trusses have been
retained, so that new trusses may be accurately reconstructed when the machine
shop is restored. :

K. BLACKSMITH SHOP (1855):

This one story building forms an "L" to the machine shop on its western side
and measures 160'-5-1/2" long by 40'-8-3/4" wide. Its construction of brick
bearing walls supporting heavy timber trusses with a ventilating rocof monitor
follows the same general form of the machine shop. Individual one main forge
fires were located along the outside walls where wrought-iron and steel stock
were heated and then swung by overhead, radial and traveling cranes to larger
forging hammers placed in the center of the building. All the road ironwork as
well as forgings for engines and cars was done in this shop. Along the wall
facing Jones Street were a range of vaults under the streer for storing iron,
cocal and other materials. Only the shell remains of the blacksmith shop, though
there may be archeological evidence of the locations of the furnaces, foundry
and forging hammers below grade.

L. ENGINE ROOM, BOILER HOUSE AND PATTERN ROOM (1854):
The crenelated parapet and the corbelled, arcaded cornice closely resembles

the architectural features on the 1853 Main Line Viaduct. The engine room,
40 feet by 20 feet, housed a single column beam engine, built by A. N. Miller of .
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Savannah, that powered all the drive shafts in the original shops. The boiler was
a locomotive type housed in a room 40 feet by 13 feet. To the rear was a pattern
room, about 35 by 20 feet. The boiler and steam engine, after providing 52 years
of reliable service, was replaced in 1907, when a new steam-powered electric
generating plant was installed in the engine room.

The growp of buildings composing the engine room, boiler house, pattern room,
lumber storage shed and carpentry shop are separated by an alley between the
blacksmith and machine shops. The former group completed the square of buildings

.that partially enclosed an open courtyard in which was centered the smokestack.

This separation represents a difference in function of the two groups of buildings
- one being essentially metal worklng and the other wood working. The separation
also served as a fire break.

M. LUMBER STORAGE SHED (1855):

This one-story, masonry and timber building is integrated with the carpentry
shop and had three large arched openings leading to an open shed, under which was
situated a large Daniel's planing machine for dressing sills and caps for cars and
other similar work. The Daniel's planer no longer survives and the lumber shed
was converted into a compressor and generator room in 1907.

N. CARPENTRY SHOP (1853, 1923):

Possibly the first shop to be completed in the motive power yard, it is also
the last of the original 1850 shop buildings to be described. It originally
functioned as a car shop containing all machinery and equipment for building,
repairing and painting passenger cars and other types of rolling stock.

In 1923, a fire destroyed most of the carpentry shop. Firemen were able
to save the north end of the building which contained the planing mill, but the
paint shop, coach and cabinet shop, plumbing and upholstery shop were destroyed.
Work began immediately to rebuwild the shop, making use of the masonry bearing
walls and those trusses which did not burn. Arched windows which provided light
and ventilation to the basement, which permitted the machine drive shafts to be
located beneath the floor, were bricked in. In 1925, a new storehouse was
erected adjacent to the planming mill.
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0. PAINT AND COACH SHOP (1923, 1924, 1925):

This early 20th century building is the last structure in the motive power
vard and forms the southwest corner of the site. Because it is the newest building
in the district, its exterior frustration is very utilitarian in design, typical of
early 20th century industrial architecture. The paint and coach shop is 1lit by
large industrial, metal framed windows and a sawtooth skylight in the roof. :

To the north of this building was located a horizontal transfer table,
probably installed the same year the paint and coach shops were eonstructed. It
extended eastward to handle cars being worked on in the carpentry shop as well.
Immediately north of the transfer table was a large lumber yard. The pit for the
table was filled in 1965.

These constitute the physical structures that survive from the Central of
Georgia's former Savannah terminal facilities: The city of Savannah has spent
or appropriated $260,000 for the stabilization, protection, and initial
restoration on the buildings. The city now is in the process of exploring
adaptive reuse plans that would result in the restoration of the shop complex.
Total cost of site -development and building restoration is estimated at a little
over $2 million, .
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The Central Railroad and Banking Company of Georgia, renamed the Central of Georgia
Railroad Company in 1895, built a large shops complex in Savannah, the corporate
headquarters of the company and the eastern terminus of the line. The original complex
was constructed during the 1850s and 1860s, based on the plans of William M. Wadley,
superintendent of the railroad, and following the War Between the States, president of
the company. : :

Today, the shop buildings of the motive power department, the passenger station
and trainshed, freight warehouses and depot, and the administrative and engineering
offices comprise the oldest surviving and best example of a mid-1%9th century,

ntegrated railroad shops complex in the United States. This distinction is based on
comparison with similar facilities built by other railroads that were contemporaneous
with the Central of Georgia, such as the Baltimore and Ohio, the New York and Erie, and
the South Carolina and Canal. All three of these systems have been studied by the
Historic American Engineering Record and only the latter retains any of its physical
plant dating from the 1850-1860 period. However, the South Carolina railroad shops in
Charleston, though they are as old as Savannah's, technically cannot be classified the
sane., They are not representative of a comprehensively planmed industrial facility
that became standard railroad practice following the Civil War. The famous
Susquehanna Shops of the New York and Erie in Susquehanna, Pennsylvania, and the

Mt. Clare Shops of the B&0 in Baltimore, were similar in scale to the Central's
Savannah Shops, but both complexes dated from the period following the Civil War,
during which time most of America's railroads undertook massive rebuilding prograns

to accommodate the expansion of the lines westward and the consequent demand for
increased freight and passenger car repair facilities. If the historical time frame
for the evaluation of the Central of Georgia's Savannah Shops were to be expanded to
include the post-Civil War period, these two complexes could not be considered
because they were totally destroyed in 1975 and 1976 respectively. Shop complexes

for railroads not mentioned have suffered a similar fate or the dates of their
surviving buildings are two to three decades younger than those of the Central of
Georgia. Thus, the Savannah complex is of extreme rarity and of paramount .

importance to 19th century railroad history.

This does not mean that the Central of Georgla did not improve its physical
‘lant. The complex escaped destruction by Sherman's forces at the end of the Civil
) ar and throughout the remaining decades of the 19th and early 20th centuries,
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adaptations to existing structures, new construction and the changeover from steam
tc electricity as the primary mode of power, reflected the growth and improvement
of the Central of Georgia system. The fact that most of the earlier buildings
survived and were integrated with later improvements bears testimony to the
universality and timelessness of Wadley's precedent setting concept. The early
shop complexes of other railroads were not as well planned as the Central of
Georgia's., Their demolition in favor of new construction indicate that they could
not accommodate the increased size and maintenance requirements of locomotives and
other forms of rolling stock, or the ever changing functional requirements of the
raintenance of the structures that composed the right-of-way.

Therefore, the only conclusion one can arrive at concerning the Central of Georgia
Savannah Shops is concurrence with Colburn's assessment of 1855 in which he states
: (. in an article that appeared im the New York Railroad Advocate:

We have few great railroad stations in the whole country,
such as combined complete accommodations for great transpor-
tation and mechanical departments. One or two at Boston,
those at Detroit, Pittsburg(sic), and Baltimore are probably
among the largest. OF these, only the Pittsburg station is
new, and laid out in modern style. Here, even the engine
and transportation houses are at some distance apart, and do
not form one complete and continuous station.

We have many large and elegant depot buildings, and
quite as many great and excellent repair shops, but we are
now speaking particularly of a great and complete statton,
for the accommodation of a freight and passenger business,
and for the construction and repair of the entire machinery
of a great road.

To say that Savannah, Georgia, is likely to have the
most complete and elegant railroad in the country (beside
it also being one of the largest), may be a matter of some
surprise to northern and western railroad men. But looking,
even with northern eyes, wpon the station of the Georgia
Central road, we believe its superior capacity, convenience,
and elegance must be admitted.
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Since none of the shop complexes mentioned in the article survive, this makes
the Central of Georgia's Savannah Shops not only one of the oldest railroad
facilities in the country, but also a precedent example of comprehensive industrial
planning that became standard railroad practice in the last quarter of the 19th
century, not to mention the architectural quality as exhibited in the structural
detailing and brick fenestration of the various shop buildings and the unique
combination smokestack-water tank-privy.
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3) Reiter, Beth Lattimore, Architectural Data Relating to the Central of Georgia
Shops Complex, a report prepared as part of the Central of Georgia RR: Savannah
Shops Survey conducted by the Historic American Engineering Record, Summer 1975.

4) Schmitt, John Bartley, The Central of Georgia Shops Complex, a report prepared
as part of the Central of Georgia RR: Savannah Shops Survey conducted by the
Historic American Engineering Record, Summer 1975.

5) Voluminous primary and secondary sources were researched as part of the HAER
study and are listed in the bibliographies of Grinde's, Reiter's, and Schmitt's

reports.

(
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